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REPORT on Holyheah and Port Dtnllaen Harbour, by 
Captain Back and Captain Fair. 

_ Holyhead, June 9 , 1843 . 

In obedience to the commands of the Lords Commissioners of the Admiralty, conveyed in 
your letter of the 21st May, desiring that we should proceed to Holyhead and Fort Dynllaen 
to examine those harbours on the spot, with reference to their capability and position for the 
purpose of ascertaining which, in our opinion, is the most eligible to be established’ as the 
port of communication with Dublin for the packet, See., we have the honour to acquaint you 
for the information of their Lordships, that we have proceeded to and examined those places 
by land and sea, and without bias of any kind, from local interests or otherwise, but havinv 
regard solely to tlie quickest transit, consistent with safety, from one side of the Channel to 
the other, have given the subject, and all that bears upon it, our best and most attentive 
consideration. 

As regards Port Dynllaen, we have to report as follows : — 

1st. Forming, as it does, a small inner bay or cove within Carnarvon Bay, it is entirely 
exposed to the winds blowing from all points, between north-west by north and north-east, 
and though sheltered from the prevailing south-west winds, yet the gusts from the land are 
said to rush down with such violence between the mountains, and more especially from the 
two principal hills, called the Rivals, as to endanger the safety of small vessels endeavouring 
to get in with the land. 

2d. Port Dynllaen has no good leading mark to guide to the anchorage, for though the 
Rivals are conspicuous enough in fine weather, yet, "during the settled fogs and occasional 
mists, which are here not uncommon, the adjoining mountains are so nearly alike, that the 
most experienced person might be deceived, and thus brought into difficulty and danger. 

Our own obsei'vation and inquiries confirmed the impression which we received from the 
aspect of the coast, and led us to the conclusion that, as well in thick weather as during 
occasional storms, Port Dynllaen was liable to be, and was, in fact, obscured, whilst Holj° 
head was comparatively free and clear. 

3 d. After maturely considering and endeavouring clearly to estimate the position of Port 
Dynllaen with regal'd to the prevailing south-west wind, the nature of the flood tide, and the 
long ebb tide of eight hours, causing an indraught into and sweeping round the whole of 
Carnarvon Bay; and the necessity, or, at least, the prudence of making the pass^e by the 
north of the Kishlight: we do not perceive any advantage that could be gained by starting 
from that port. Whilst on the other hand are to he taken into account the risks inseparable 
from a deep tidal bay, foggy weather, and occasionally a lee shore. 

For these and other reasons, we have come to the conclusion, that Port Dynllaen is not 
in itself eligible as a port of communication with Dublin. 

We have formed this opinion independently of other considerations to which our attention 
was not so directly called; but which, nevertheless, it would not be proper wholly to over- 
look. We mean the particular site of the port, and its capability for the erection of 
buildings, such as would be indispensable for a regular packet establishment- 

On this subject we would only remark, that there is no space between the beach, and the 
precipitous banks of earth and sand, which rise above it to the height of a hundred to one 
hundred and twenty feet, for more than one, or, perhaps in a favourable spot, two houses 
abreast ; and that the construction of docks could only be achieved by great labour and still 
greater outlay. 

Such being our conclusion as to the unfitness of Port Dynllaen for a packet station, we 
do not feel called upon to offer any observations on its eligibility or capacity -for a harbour 
of refuge. 

Of the harbour of Holyhead, we have to report as follows : — 

The bay of Holyhead seems formed by nature for a place of shelter, and if there be any 
thing still wanting to make it complete, the defect may be easily s\mplied. 

Point Carmel and the Skerries on one side, and Holyhead and South Stack on the other, 
render the entrance equally easy and certain, by day and by night; and tlie light at the 
extremity of the pier is a sure guide into the harbour. 

The Race off the head would only be formidable during a strong opposing wind and tide, 
and, on the other hand, it becomes of the utmost use in dense fogs, by indicating at once the 
correct place of the vessel, and thus enabling her to make for her port. 

The Stag Rock lies out of the course of the packets, which almost invariably round the 
buoy of the outer Platters, in preference to passing within them, as may be done at certain 
times of the tide ; but, if even by any accident the packets should go further out, they would 
always find fifteen feet at low water ; a depth more than sufficient, under all circumstances, to 
float them over that rock, without danger. 

We do not discover any thing else which could even be deemed to be an obstruction to 
the free passage of a steamer in or out of Holjhead ; and, with respect to the crossing of 
the Channel, and the time required for doing it, making all due allowance for winds, tides 
and adverse weather, we are clearly of opinion that it can be performed on an average nearly 
an hour sooner, and consequently with less consumption of fuel, from this port than from 
Port Dynllaen. 
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Above all, we cannot forbear laying much stress on the advantage of so conspicnons a 
land-mark as Holyhead, which being generally free from clouds, and standing boldly out, 
apparently isolated from the neighbouring hills, is soon descned and made for with the 

greatest confidence. , , , ■ 3 c i_ , 

Finallv althouo-h it appears that the packets, through a period of 13 years, have been 
occasionaily detained a few hours by strong gales_, yet in no instance, so far as we can leara, 
have they ever failed in conveying the regular mails to and from Kingstown, nor is there, we 

believe, a single loss on recorii. x; » tt , 

It is therefore, our unqualified opinion, that both as to “ capability and position, Holy- 
head is unquestionably the most “ eligible ” harbour on the coast as a port of communication 

Ha^ne^'thus answered, to the best of our abilities, the question proposed to us by Uieir 
Lordships, it may not be irrelevant to add a few words on the present state of the inner 
harbour of Holyhead, and we would respectfully suggest, that it requires only to be 
deepened by dredging and excavating, and the removal of the comparatively few rocks, 
cropping out of the mud, to render it perfectly available for every purpose that can be 

although the consideration of such alterations and improvements belongs more pro- 
perly to the province of the civil engineer, we should not think that we had entirely fulfilled 
our ‘duty were we to refrain from expressing a hope, that the proposed plans for the formation 
of an outer harbour, as supplied to us from their Lordships’ office, should be acted on. 

Holyhead would then, in our judgment, become an excellent refuge harbour, and as such 
would be of incalculable use to vessels sailing along the rocky and dangerous coast of 
North Wales. , , 

We have the honour to be, bir, 

Your obedient servants. 



The Hon. Sidney Herbert, 

&c. &c. &c. 



Geo. Sadi, Captain. 
JRoh. Fair, Captain. 



APPENDIX. 



DEscaiPTiow of the Borings in the Harbour of Hoj.viiEAD.by direction of the Admiralty, 1840- 
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REPORT of J. Walker, Esq., Civil Engineer. 



To Sir John Barrow, Bart., Secretary to the Admiralty. 

Sir, 

Your instructions, dated 20th June last, and- addressed to me by order of the Lords Com- Insiructions. 
missioners of the Admiralty, are, “ That I proceed, as soon as in my power, to Holyhead 
and Porth-dyn-llaen, to examine those places witli reference to their capability and position, 
and the natural facilities which each may afford for tlie formation of a harbour, with a view 
to ascertain wliich, in my opinion, is tire most eligible to be established as the packet station 
and port of communication with Dublin. 



That I ascertain with which of the two ports above-named there may exist the greatest 
facility for railway communication with London, regard being had to the comparative cost 
of effecting such communication, and the other considerations bearing on the point. 



“ That I make plans, with an estimate of the cost of constructing or improving at each 
place, a harbour and works necessary for a packet station, for vessels of the class now 
ninningbetween Liverpool and Kingstown; namely, of 900 tons, and drawing 10 feet 10 inches 
water, and for a refuge harbour for the Channel trade.” 



The whole of tlie papers on this subject then before the Admiralty were, as stated by 
your letter, delivered to me to assist in lire investigation ; and I was informed that orders 
had been given to Commander Kaines, at Holyhead, to place a steamer at my disposal, and 
to give me any other facilities in his power during my inquiries at that place and at Porth- 
dyn-llaen. 1 was furdier “ requested to report, as soon as might be consistent with the due 
consideration of the subject, which of the two harbours I might prefer for the purposes before 
mentioned, accompanying my proposals with plans and estimates, and setting forth in detail 
the reasons upon which my opinion should be founded.” 



The papers above referred to having informed me who were the projectors of the lines 
of railway to Holyhead and Porth-dyn-llaen, and the supporters of the harbour schemes, I 
lost no time in informing these parties of the reference to me, and of my readiness to receive 
any information beyond that afforded by the documents, or to accompany them upon their 
respective lines ; and, with one exception, I have at different times had explanatory corre- 
spondence or conferences with all the parties. 

My first journey and survey were made at the end of June and beginning of July, when Surveys. 
I examined Mr. Stephenson’s and Mr. Giles’ lines of railway from Chester to Holyhead, so 
far as the documents which I had received from the Admiralty enabled me. I also surveyed 
tlie harbour of Holyhead, and received information and statements from those who were 
supposed best qualified to give them respecting the advantages and imperfections of that 
place. Then I proceeded to Porth-dyn-llaen,* which I examined, and took the evidence of 
several individuals (pilots, shipmasters and others), as to the facilities of that harbour. On 
this occasion I examined the rocks from which the stone for the construction of the harbour 



was proposed to be taken. I then returned to Holyhead. 

On the 3d of July, Commander Tudor, R. N., arrived at Holyhead, having been sent 
down to meet me byMr. Archer, a gentleman who feels a strong interest in Porth-dyn-llaen. 

I accompanied Commander Tudor over the harbour, and on the following day went with 
him to Porth-dyn-llaenf that I might afford him facility for his visitingthat place, and have 
the advantage of his observations. I left Commander Tudor atPortli-dyn-llaen, and returned 
to Holyhead, and then back by the coast. 

For the following six weeks I was engaged almost daily, with my assistant, Mr. Cooper, 
who had been with me upon my surveys in preparing designs and estimates, and conferring 
or coiTesponding with the various parties who are interested in the matters referred to me. 

Having now received from the Treasury the railway plans, sections and other documents 
which had been referred to Sir Frederick Smith and 'Professor Barlow, I proceeded, on the 
28th of August, with a move minute examination of the different coast lines to Bangor, and 
then across Anglesea to Holyhead, which 1 again visited. On my return I surveyed the 
Menai Straits, near the bridge, and then the projected line for a. railway from the coast line 
at Bangor to near Caernarvon, and on to Porth-dyn-llaen. 1'his is the only plan of railway 
communication to Porth-dyn-llaen which I have seen, to connect tliat harbour with London, 
which it does by the Chester and Bangor or coast line. There have h«n inl^d surveys 
through Wales in various directions, but not one of them commences at Porth-dyn-llaen or 
at Holyhead, and terminates at an existing railway to London, nor have 1 the matenals for 
completing the chain of communication. I stated to the parties principally intei-ested, the 
desirableness of having a connected plan of a line through the interior of North jYales, ii 
this was intended to be offered as a rival to the coast line; and after considerable delay, 
the survey for this is now in prograss, chiefly under the auspices of tlie Great Western Rail- 
way Company, and some of the principal proprietors in the inland counties of North y 
My present report will, tlierefore, be deficient in the comparison of railway lines, and 1 shall 
take the earliest opportunity of supplying the deficiency, when I receive the necessary plans 
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and sections to enable me to examine the line tliat may be preferred for this inland ro 
•The Welsh interests are naturally anxious not to lose the present chance of havino- a rail*^- ' 
through their counties ; and, in a public view, 1 consider the present decision important f ^ 
if a case cannot be shown, which will give the inland route a preference for the Post-offi°'' 
communication from London to the coast, and to Ireland, it is likely to be very long indeed 
before that thinly peopled and mountainous part of the country has the advantao-eof railw^ 
communication. On the other hand, even if the inlander southern line were made 
trade, wealth and influence of Manchester, the north of England, Scotland and partiall^ 
Liverpool, would probably be sufficient to ensure, ere long, the formation of the coast or 
north line. 

I have seen Commander Tudor since his return to town from Porth-dyn-llaen, hut have 
not yet received from him the report of his survey and his opinion. The importance of the 
general question, and the pressing applications to me from various quarters for my report 
do not justify my longer delaying to state my opinion on the facts I have ascertained of the 
advantages and capabilities of Holyhead and Porth-dyn-llaen for a packet station and har- 
bour, and of the coast line of railway to both harbours, for the communication between 
Loudon and Dublin, but I crave leave to make such further modification as to comparative 
merits, as the reports I may receive of the south line, and of Captain Tudor’s observations 
of Porth-dyn-llaen harbour, may in justice require of me. I would remark, and have stated 
to the patrties, that as Porth-dyn-llaeu may be reached either by the inland railway or by 
the line between Chester and Bangor, so Holyhead may, perhaps, be reached, either by the 
coast line of railway crossing the Menai Straits near Bangor, or by an inland line tiirouo-h 
Shrewsbury or Worcester, crossing the Straits into Anglesea near CaernaiTon. ° 

I now proceed in the order pointed out to me in your letter. First, to give my opinion of 
Holyhead for a packet station, and also for a harfcour of refuge, these beino- two distinct 
questions. My instructions may he taken as having reference chiefly to the engineering 
part of the subject ; but it was impossible for me to do justice to this, without extending 
my consideration out to sea, and even across the channel, and considering how the day and 
night beacons, the land-mark^, and the shoals, affect the passage and the entrance into the 
harbour. I have therefore examined the charts and perused the reports on this subject, 
particularly that of Sir James Gordon and Captain Beechey, which, with the observations 
On the petition of Mr. Ormsby Gore and others, and the replies to these obseivations 
together with the opinions of tlie various naval officers, including Lieutenant Sherin<Tham 
appear to me to have completely exhausted the naval part of the question, and must be well 
known to the Lords of the Admiralty, and all who have attended to tlie subject, so that very 
little need be said by me on that head. The natural advantages of Holyhead are described 
to consist of its being the nearest point of land to Dublin, being situated under a projectino- 
and very conspicuous headland, giving facilities for keeping out at sea in case of missing 
or being unable to enter the harbour, the Skerries forming another good sea-mark, the 
entrance being free from bar, and the shelter which the bay affords to vessels from all winds, 
excepting between north-west and north-north-east. 

This bay, and the shallow inlet now forming the inner Holyhead harbour, appear always 
to have been a shelter for coasters ; and the creation of a town there, before art had done 
almost anything to assist nature, confirms the opinion. It was not until 1715, that a light 
was shown upon the Skerries, nor was the South Stack lighted until 1809. These lights 
being one on each side of the harbour, at the distance of eight miles from each otiier, 
togetlier witli the pier and the excellent light upon it, between the two outer leading lights, 
have much added to the natural advantages of Holyhead, and mark the direct course to, 
and the entrance into, the harbour in a superior manner. 

The Stag Rock, which has now 15 feet upon it at low water of spring tides, and the 
Platters, which are within half a mile of the shore, are the only sunk rocks in the direct 
course of the entrance. There is one uninteri-upted course, clear of shoals, between Holy- 
head and Kingstown, with the exception of the Burford Bank, which has upon the shoalest 
paYt two fetlidras at low-water spring tides. 

The prominent disadvantages of the Roadstead of Holyhead in its present s^ate, as 
a harbour of refuge, are, that the bottom of the bay is bad holding ground, so that vessels 
at anchor there are exposed, during heavy northerly gales, to great danger of their anchors 
dva^ihgj and their being driven upon the rocks, which, with some exception, encompass 
the Day ; also, that from the pier pointing so much towards the shore, there is not room for 
a vessel to work in with a strong westerly, or to get out with an eastei'ly wind, without 
danger of getting upon the rocks. I have not received a list of the losses and damage that 
have occurred. The depth alongside tlie pier for 300 feet is 10 feet at low water; this 
decreases rapidly, leaving but little space, even near the entrance covered with water at low 
water of spring tides, and one-half of the inner harbour is dry before half ebb. 

As a harbour of refuge, therefore, Holyhead has at present but little nreteiisidus, and yet 
It IS much used by wind-bound cOasteVs. I was informed by Captain Evans, the Harbour 
Master, that during the three'first months of this year, 394 vessels used the harbour and 
roadstead for shelter, or being wind-bomid or laid up. 

• mail-packet station, Holyhead has, even now, much to boast of. The certainty 

indeed has been extvaordinai'y. Lieutenant Jones informed me that during the-six. years 
he has been on the station, there has been no instance of his packet,- in the very worst 
wealuer, not having started so soon as the mail was on board, or of having put back after 
haying started, or of being unable to enter after approaching the- harbour. A few of the 
crossings have, however, been long, During the six years he has had one passage ol 21 
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hours, and two or three of 18 hours. Commander Kaines also, tlie a^ent for all the packets, 
stated that the Holyhead packets had never missed starting, and that they can make the 
passage in all weathers. Lieutenant Smail, of the “ Zephyr,” said, that, excepting about 
six times in winter, during excessive gales, his longest time has been 7| hours, the quickest 
5 |, and the average 6| hours. This information, added to the letters which are attached to 
Sir James Gordon and Ckptain Beechey’s Report, from the same, and from other officers 
who had left the station, is very strong as an argument in favour of Holyhead, in even its 
present state. 

I have appended to this Report a copy of the letters wliich you have lately sent me from 
the officers now commanding the Liverpool and Dublin Government and other packets; 
also the evidence of Mr. Robert Thomas, now commanding a steamer between Rhyl and 
Liverpool, who is in favour of Holyhead; also that of Mr. Thomas Thomas, master of a 
schooner in the slate trade out of Caernarvon, who is decidedly for Porth-dyii-llaen ; and 
I believe, from tlie inquiries I have made, that the majority of masters in the same trade 
would give a similar opinion. 

That the present regularity and despatch would be still added to by more powerful 
packets and an improved packet station, cannot be doubted ; and 1 beg now to refer you to 
the accompanying design for improving and enlarging Holyhead harbour. It may be con- 
sidered as of three divisions : — 

Firstly. A steam-packet pier, sufficient to give good accommodation to the proposed Plans for Holyhead, 
larger packets. 

Secondly. A breakwater pier, to form, upon a cheaper plan, a shelter to shipping from 
the northerly winds. 

And, thirdly. The further extension of the lauding-pier in the same direction as before, 
and returning the end over the Stag Rock, towards the termination of the breakwater, thus 
forming an inclosed harbour for refuge and the convenience of trade. 

Each of these stages maybe considered an independent work, and would be useful without 
-the other. The third or last division is a large work. 

Returning to the packet-pier (lettered A. B. on the design No. 1), its direction will be east- 
by-souUi nearly ;* its length 700 feet, and width 80 feet — both sides walled and faced with 
ashlar, as the north side will form also one side of the future harbour. The depth at low- 
water spring tides, at the inner end, 12 feet, and at the outer end 18 feet. A return jetty of 
100 feet is proposed at the outer end. 

The estimate of this division is - - - - - - - 

Second, The breakwater (lettered E. F. G. on the drawing, No. 1.) is 
designed to be carried out from the rocks at the north end of Salt Island, 
in an east by south straight direction, 500 yards, and there returned by 
a curve to a" southerly direction. ' Its termination or head will bear north- 
east by north of the Stag Rock, from which it will be distant 260 yards. [ 

This arm, as will be seen by the Plan, will shelter a large space (up- 
wards of 70 acres) from all the heaivy seas to which it is open. The low- 
water depth, excepting for a very small space on the west side, will exceed 
18 feet, the average being 24 feet. It will also protect tbe north side of 
the steam packet pier, so that vessels may come alongside it. The esti* 
mate of this work, including tbe removal of the Inner Platters, is- 

These two works, therefore, amount to ----- -£.256,000 



£. 

78,000 



177,000 



By the third division, it is proposed to extend the packet-pier 75^0 feet^ 
(from B. to C. on the drawing, No. 1,) and to project a jetty 150 feet to 
tlie southward. Thus the present pier, with the pier before described, and ! 
this extension, will form the south side of the harbour of refuge. A return 
in a north-east by north direction for a length of 900 feet, (lettered C. D. 
on the drawing, No. 1,) will leave an entrance of 300 or 350 feet wide 
between it and the termination of the breakwater, making a complete 
harbour of refuge of about 80 acres, in which the large class ships will 
be afloat at the lowest water. The cost of this work will be - 



145,000 



The amount of the three works is thus ------ £. 4i)0,Q0Q 



When they are done, the accommodation will be of the first order for steamers, the 
length of deep water quay being not less than 3,900 feet, of which 2,200 feet are within the 
inclosed harbour. There will also be an excellent harbour of i-efuge, which ships of the 
largest class may enter and leave with almost all winds, be always afloat, and in perfect 
safety while in the harbour. 

As I before said, each may be finished independently of the other, and each will be most 
useful after its kind, but not perfect as a whole, because the breakwater alone would not 
give such complete refuge as when made an inclosed harbour by the completion of the 
third division. The two first divisions, amounting to 255,000 1. correspond nearly with what 
I have afterwards to submit for Porth-dvn-llaen, where an inclosed harbour is not proposed. 

■' Holyhead 
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Holyhead harbour, thus made, would be less in point of area than Kingstown, but it 
would be superior in point of accommodation for steamers, and would possess the advantage 
of an entrance protected against all winds, which Kingstown does not. Holyhead lias al^ 
the advantage of a good graving dock, and an establishment upon the Crown estate for 
fitting up and repairing the machinery of the packets. The present inner harbour, though 
shallow, is useful, and will continue to be so for small craft ; its area at high water is about 
75 acres. I hare dravim a straight line along the west side of the proposed harbour of 
refuge. Tliis frontage will belong to the Crown, and if a wall were built in that line and 
the reclaimed space added to the Government yard, the present area of that establishment 
would be nearly tripled. Her Majesty’s steam or other vessels might be brought into the 
harbour for examination and repair ; part of the space on the west side of Uie harbour 
might be used for graving docks, slips and other conveniences. 

Having already described the disadvantages of Holyhead in its present state, it is but 
justice to say now, that I think the works I have just described will almost entirely remove 
them . Thus, the bad holding ground outside the harbour will be of very little consequence 
if vessels, by enteiing the harbour, have little or no occasion to anchor outside ; and the 
same reason renders uie rocks round the bay comparatively harmless. I am not aware that 
in my department there can be an objection to the plan but the expense ; and asdoublint^ 
the expense quadruples the area, and diminishes the swell, I consider that if made at all, the 
harbour should be capacious. 

A passing toll of one half-penny per ton would produce 10,000 1 . per annum, but this 
would probably be objected to by the trade. Considerable revenue might be derived from 
ships using the harbour for shelter ; and perhaps it is not speculating too largely to expect, 
tliat the safe access and speedy communication with the capital may tempt ships, particularly 
during contrary winds, to go into Holyhead for landing their passengers and valuable goods 
of small bulk, and that passengers may prefer embarking there to higher up the channel. 
There would be ample quay room for the accommodation of such vessels. 

To bring the railway down to the quay, the passage into the inner harbour on the west 
side of Ssdt Island would have to be crossed, which may be done, and the passage filled 
up for this purpose, without injury, compared with the advantage of bringing the mail and 
passengers quite down to the steamers. The inconvenient distance from the starting point is 
at present complained of when the packets arrive or leave after dark. 

Having thus given my opinion of Holyhead, with its capability of improvement, I have 
now to state the result of my observations upon Porth-dyn-llaen. Its present state may be 
considered as a state of nature, scarcely anything having been done to improve it ; nor 3oes 
it appear that any one connected with shipping has thought it his interest to settle or build 
near it for fumisfein^ supplies to the vessels that may have frequented it. There is no shop 
or store of any kind nearer than Edera (one mile), nor is there the appearance of there 
having been one ; a proof that if on occasions a great number of ships have taken advan- 
tage of the harbour, these occasions have not been frequent, or the ships must have remained 
a very short time. Yet this may not be conclusive against Porth-dyn-llaen having important 
natural facilities, for developing which a judicious application of science might do much. 
There are points in which I consider it has advantages. And the very strong opinions in 
its favour which have been given by Mr. Assheton Smith, and other gentlemen well 
acquainted with the coast, are entitled to consideration. The holding ground towards the 
east end of the bay is stated by Lieutenant Sheringham, confirmed by Commander Tudor 
and other evidence, to be good (sand over clay). There is good granite in a cliff about two 
miles to the eastward of the harbour, and other stone equally convenient. The harbour 
may be said to extend from Porth-dyn-llaen Point on the west, to Point Nevin on the east, 
this length being 1 i mile ; the deep water and shelter are near the “ Rock,” which is a high 
narrow promontory or tongue, protruding about three-quarters of a mile from the line of the 
shore, and forming a natural breakwater on the west ; while the east side of Caernarvon Bay, 
distant about four to five leagues, affords some shelter from easterly winds, and confines 
within a narrow compass the fetch of the seas in that direction. Excepting with gales 
between north-north-west and north-east, there is shelter in the harbour for vessels of light 
burthen, but the part so sheltered is very limited, being only close under the Rock, where 
the depth is small. For some distance to the eastward, the shore is a long slope of clay or 
sand, from which there is a better chance of vessels that may be driven ashore being got off 
without being wrecked or seriously damaged, than at Holyhead, where rock prevails. That 
the northerly seas are much spent upon the long sloping sandy shore is proved by some 
dwellings being erected between the sand-hills (the foot ot which is washed by extreme tides) 
and the water ; a rough wall in front is their only protection, although their floors are but 
very few feet above high water, and some of these, with the doors facing the north, have 
stood unhurt for many years. 

In its present state there is nothing to recommend Porth-dyn-llaen as a station for packets. 
Everythmg would have to be done; and it cannot be denied that tire elevation of the sur- 
rounding sand-hills, which is 80 to 100 feet above high water, close to the sea, would cause 
considerable labour and expense to make convenient buildings, approaches and communica- 
tions. An example of this is given in the level at which Mr. Vigiioles and Mr. Purdon, the 
engineers, have proposed to tei’minate the Porth-dyn-llaen railway near the point, being 70 
to SO feet above the level of the sea at high water. This may be lowered, but the inclination 
would be increased. 

•n- Your instructions to me are, to prepare plans for a harbour, for a packet station, and for a 
refuge harbour at Porth-dyn-llaen, as well os at Holyhead. I have done so, and by enlarging 

Lieutenant 
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Shcringiiani s Chart, hav6 to prosect a design for a pier and breakwater at 
Porth-dyn-llaen, drawn to the same scale as that for Holyhead. 

Firstly. — For a packet station, the design proposes to form a pier froin-^ £. 
the east angle of Pordi-dyn-llaen Point to Carreg-y-chwislan (lettered 
A. B. on design No. 2.), a length of about 300 yards, in an easl-by-south 
direction, which is terminated by a return jetty upon Carreg-y-chwis!an. 

This would give good length for steamers ; the depth inside it is ample! 

The width of the quay or pier, exclusive of pampet, is shown to be 50 feet. 

I have supposed a quay wall at the west end of the pier to be requisite for “^20,000 

the purpose of giving between it and the Rock a site for buildings and 

other conveniences necessary in connexion with the packets. This is 

drawn to go southward from the west end of'the harbour wall, at A. on 

the plan, and to extend to D., a length of nearly 200 yards. The amount 

of the works I have described to form this packet station is estimated at 

Secondly. — A harbour of refuge is supposed to be obtained by forming 
a sloping breakwater (from B.toC. on the plan) 60U yards in continuation 
of the pier, 'flie area sheltered from the worst winds, and of which no 
part would have less than 12 feet water at low water, is about 100 acres, 
which from the apparent facility of procuring stone* might be executed for 
about - -- -- -- -- -- - 

Thus the engineering works for the packet harbour and refuge harbour i 
would be _) 210,000 

exclusive of all other buildings and accommodation, the expense of which would raise 
the total cost above that for all the works I have designed for Holyhead, and then 
Porth-dyn-llaen would be more contracted in quay room, and inferior in other con- 
veniences, but would have a larger deep-water harbour. 

To detail the advantages and disadvantages of Porth-dyn-llaen for a packet station, 
would be, as in the case of Holyhead, to repeat a great part of the observations of others. 

I do not pretend to criticize the nautical opinions, but I begtoremavk that Sir James Gordon’s 
and Captain. Beechey’s illustrations and inferences on the generally injurious effect of the 
tides in making the crossing from Porth-dyn-llaen as compared with Holyhead, are veiy 
plain, and to me, convincing. There are cases when they will not apply, and when Porth- 
dyn-llaen would have the advantage, as in the case of starting from Holyhead at the first 
or a flood tide during heavy south-westerly, which are the prevailing winds, when the steamer 
must stem the tide and be nearly in the teeth of the gale ; while a packet leaving Porth-dyn- 
llaen at the same time might keep under the land out of the bay towards Bardsey, when the 
south-west would afterwards be a fair wind across the channel, and here the Portb-dyn-IIaen 
passage would be the best ; but the average cases, and the circumstances attending the 
passage in both directions being considered, I think the general conclusion, even without 
that most powerful of all arguments, experience, is decidedly in favour of Holyhead. Porth- 
dyn-llaen harbour being in Caeraai’von Bay, must always be an objection, from the great 
risk of not getting out to sea in a northerly gale in case of missing the harbour. The most 
zealous advocate of Porth-dyn-llaen would, 1 think, recommend keeping out of Caernavon 
Bay, if possible, when the gale is northerly, particularly in thick weather, unless he wei'e 
sure of making a harbour. 

Mr. A. Smith recommends a floating light at the mouth of Caernavon Bay, as Bardsey 
light is 14 miles distant on the south, and the South Stack 18 miles on the north ; but even 
then the passage would be much worse lighted than that to Holyhead, and there would be 
the liability to a floating light being driven from its position by severe storms, when it is 
most required. 

The relative positions of Holyhead and Porth-dyn-llaen harbours, and the adjacent coast 
lighthouses, are shown on drawing No. 3. The advocates for Porth-dyn-Daen place in the 
fore-ground the objection that H olyhead is often in fog, and point to the excellent land-mark 
afforded by the “ Rivals,” and other high ground in the bay. The reply from the other side 
js, that there is deep water to the foot of the “ Head,” which is often clear when the summit 
5s in a fog ; that it is the land-mark which is of all othere best known, which a seaman 
coming into the channel generally attempts to make ; that the “ Rivals” in Caernavon Bay 
are not to be seen in foggy and thick weather until approaching them, when, if a mistake 
has been made, it is difficult to correct it; and that the “ Rivals^’ at the bottom of the bay 
are by no means equal to the Head at the projecting point, as a land-mark. 

That fogs are prevalent off H olyhead is proved by the expedients adopted. An occasional 
lower light is exhibited at the South Stack when the upper light is obscured, and in addition 
to the light at the pier, a gun, a bell and other means are used for guiding the packets to 
We entrance of Holyhead harbour in thick weather. My conclusion is, that the top of the 
bead is as frequently or even more frequently, in fog, than the top of the “ Rivals,” but that 
the peculiar form and features of the South Stack m front of the Head gives Holyhead the 
advantage. And, on the whole, I think that Holyhead, by day and by night, is now better 
marked and beaconed than Porth-dyn-llaen can be. 

Commander 

to do^ stone to be taken from the Forth -djm-ilaen point, which it would be injudicious 
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Commanact Tudor comidera the uniform depth of soundings neor Holyhead to be a 
nraotical difficulty which would not be experienced m making Forth-dyn-llaen where the 
iradual decrease of depth would, he considers, always indicate the positiou, and, so far as 
lonndims go I take this to be correct, although the cominanders of the steamers state they 
have no^ difficulty in making Holyhead by sounding. Their great experience may have 

“’’orrefeteinrto Ihe'^^^^ to Holyhead, it may be noticed that they chiefly apply to 
the harbour as it is, Now,it the measures I have proposed would remedy ihese delects, which 
I think they would do, and render it nearly a perfect packet station and harbour of refuge, 
it is in thisLproyed slate that it should he compared with Porth-dyn-llaen m ite improved 
state- for in a national question of this kind, the true policy I take to be to select what is 
callable of being made the best, and, it there has been an error in hitherto using Ho yhead, 

S proceed no further, but at once to adopt Porth-dyn-llaen. After, however, doing the best 
in my power in planning for both places, and snpposing the land facilities equal, 1 have been 
nahle to discover any thing like sufficient grounds for prefemng improved Porth-dyn-llaen 
te improved Holyhead for a packet station. 1 should say this if tiie sea drslarrce were eqiiil, 
which is not the case, Holyhead being neater by srx geographical or seven statute miles. 
Sir J. Gordon and Capt. Beechey state the vrrtahl d^erence m making the passage owing 
to the inflneace of the tides and to clear the Kish Sand as several miles greater than the 
actual difference ; and on the average of cases the fact will, as I have said before, be so 
If then Holyhead be the better station, independently of the town, the pier, the dock, 
the Government yard, and the present land commnnica.tioii8 -all these come m to add to 
the weight of the arguments in its fevoni-,— I do not think it possible to have at Porth-dyn- 
llaen so convenient a site for a dock-yard establishment as I have shown upon the plan on 
the west side ot the proposed new harbour at Holyhead For these purposes, aso.th, 
nearer distance of H&yhead to Liverpool by sea, for the conveyance of materials, n a 

“NmS.‘Bt°anding all this, a harbour at Porth-dyn-llaen, on the plan I have proposed, 
would be found very usefnl as a harbour of refuge for wind-bound ycMeU, or shi^in 
distress, driven into or near Caernarvon Bay, or going to Caernarvon or to the Menai StiaiS 
for cariro, and waiting to cross the bar. The feet of a vessel being m greater dauger whea 
in Caernarvon Bay tLn when off Holyhead makes a harbour of refuge tor stops, thatmay 
be embayed, the luore necessary. Such snug retreats for trading vessels (if refuge be the only 
obiect) are not, however, so much desired by the ship-owners as might, at first sight, be 
expected; their great object, if the vessel be insured, being to naake quick voyage, and 
thei-efore they prefer their vessels being kept out at sea, even at a little risk. I beg to refer 
to Lieutenant Sheringbam’s report of 1S38, on the subject of a refuge harbour here. If he 
harbour -were intended for this purpose only, a considemble savmg might be made in the 
cost of constructioa, as a great portion, if not the whole, of the upright wall might be 

f do not apprehend much danger of sand from Caernarvon Bar finding its way to Porth- 
dvn-llaen, and silling up the harbour, the distance being considerable (12 miles), the 
direction of the tidal current from the straits out of the bay, being so far to the northward 
of Porth-dyn-llaen. The foot of the sandhills would have to be secured, as bir James 
Gordon and Captain Beechey have proposed; this could be done at a small expense, ao that 
little or nosano would wash from them in future ; but as the fine sand which now covere 
neai-ly the whole of the bay must be stirred up by heavy seas, and driven from the clifls anci 
the shore by strong winds, a portion of it will get into the harbour, and tend to slmai it, 
thouo-h not to any considerable extent. If the idea of a packet station be abandoned, 
there'^would be less occasion for stopping the tidal current by connecting the breatwater 
witli the mainland. In this case, however, the design would require consideration. 



I have now to comply with the part of your instructions that has reference ^ 6 

communication by railway from the two harbours, and, as I have already stated, this 
must be imperfect, from my not having yet received any plans of an inland or wut in . 
To the coast line I have given considerable attention. Mr. Stephenson and Mr._ uues 
each proposed a line from Chester to Holyhead, and each has been reported on m oe a Y 
Sir F. Smith and Professor Barlow. I have marked upon the Ordnance sheets whic 
be delivered with this report, Mr. Stephenson’s line by yellow, and_Mr. Giles by re ' • 

Nearly the same line was suggested, and is described by Mr. Vignoles in his repo 
November 1 837, to the Commissioners for inquiring into the subject of railways ui 
Both lines, after leaving Chester, follow the west shore of the estuary of the Uee, 

Flint, pass under Holywell to Mostyn Quay, go round inside the point of Air, thenc^ § 
to the south of Rhyl, and continue along the coast until within _a few miles ot Oo ^ 
when they proceed to the south side of Conway ; after passing which, they again app 
the coast, and continue along it to near Penrhyn Park, which they leave on tne n 
sea-side, and proceed through or near Bangor to the present Menai Bridge; 
which, they leave the turnpike-road to get to the low ground on the south side or 
the greatest distance from the road being at 2 miles west of Mona, where they are J 
to the south. From this point they again approach gradually the turnpiKe-ro 
Holyhead. _ imnlil be 

my decided opinion of the railway, as of thfe harbour, is that the best line s 
selected, and that the railway should be made in a good manner as a great pu 
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I believe that the cheapest way might be to do the work well, even if the traffic expected 
upon it were for some time small ; but I think the traffic upon this line will be great and 
increasing-; indeed, that for all but the lowest class of passeng^ers, it will be the general 
mode 01 conveyance from, all parts of Ireland to England. The north of Ireland is the 
most out of its influence, and yet five hours between Belfast and London will be saved by 
croin<J- by the railway from Belfast to Dublin when completed, crossing to Holyheaji, and 
theu'takino- the railway to London. The case for the south and west of Ireland would, of 
course be°still stronger. Then there is the trade of passengers and goods to and from 
Holyhead, should the harbour be extended and used as I have referred to. It is a mistake, 
therefore, to suppose, that carrying the mails will be the principal business, or that the mail 
trains will be the only trains. The Holyhead and Chester line, if this be the line finally 
adopted, may, when it has attained the same maturity, be nearly as good a line for trade as 
some of the lines which it will join now are ; and that it will be at once avaluable tributary 
to all of them, cannot be doubted. I name the above, from seeing in Mr. Bidder’s evidence 
on Mr. Stephenson’s plan, that there, has been a proposal of having only one line, with 
passing places ; an expedient which may have a saving in the first cost to recommend it, 
but which the danger, the difficulty of repairing, the uncertainty, and the delay, ought much 
to outwei<^h. Also, in place of the very circuitous lines which have been proposed at Bangor, 
and the nSenai Straits, and drawing the trains by horses, or by a fixed engine, up the slope 
and along the present bridge, which was built, and should he kept for the turnpike-road, 

I think the line should be continued direct to the Straits, and the Straits crossed by_ an 
arched bridge built for the railway. The unfitness for a railway, of the present suspension- 
bridge, which is approached by a slope of 1 in *25 ; the interference by engines and trains 
with the present use of it, whicfi interference will, I am sure, be more frequent and annoying 
than appears to have been contemplated ; the delay at all times, and particularly m stormy 
weather; the having to cross Bangor with an embankment 70 feet in the deepest part; the 
numerous curves to reach the bridge, and the repetition of similar curves on the Anglesea 
side are all objectionable. I think neither the Holyhead road, nor the Menai Bridge, should 
be injuriously interfered with. The district, and the traveller who does not wish to go at 
railway speed, ought not to be deprived of the facilities they have had upon the turnpike- 
roads, which the change of fashion may make more used than they are at prepnt, besides 
beino- some check upon tendency to monopoly and its effects. I have shown the circuitous 
line, “and the more direct line recommended me upon the accomnauymg plan CNo. 4). 
The railway bridcre may cross at the Swelly or Gorred Goch rocks. The position and width 
of the latter are taken from a survey by Mr. Vignoles; they are nearest the direct line. 
The late Mr. Rennie and Mr. Telford both proposed fixed bndps over the btraits ; the cost 
was, I believe, the objection. The iron work of bridges may be done now at half the cost, 
and the traffic will be very much greater than was then calculated upon. 

1 think Mr. Stephenson’s plan* of terminating on the west, better than that of Mr. Giles, 

which takes the east .side of Holyhead harbour. 

Mr. Giles’ plan of leaving the Chester and Crewe line before reaching the city of Chester, 
is much to be prefened to Mr. Stephenson’s, which passes to the west of the city, and turns 
back through it by curves and woihs of considerable difficulty. These, if not objectionable 
to the citizens, are of an expensive nature. The distance from Holyhead to London and to 
nil the principal towns, excepting Liverpool, is one mile shorter by Mi. Giles than by 
Mr. Stephenson’s plan here; and of all places, Liverpool is, from haying the direct sea 
communication to Dublin, least interested m the question. By Mr. Giles line there is one 
mile less of railway to make here. The accomp-anymg plan (No. 5.) shows the directions of 
the two linos near Chester. . . . 

Short tuimels through the points of Penman Back and Penman Mawr will, in my opinion, 
be preferahle in respict of despatch and safety, to embanking outside the perpendicular 
cliffs, which are heavily struck by the seas. a ^ r 

The gradients for both lines are unobjectionable. A very detailed and clear account of 
each line is given in Sir F. Smith’s and Professor Barlow’s report, which conffim^ 
proof of the sufficiency, as a c[uestion of statistics, of the chains of the Menai Budge to 
carry the railway trains. ^ „ -. /r 

Mr. Stephenson’s line through Anglesea is not so straight as Mr. Giles .hot the 
in cost would, in some places,%e grelter than the advantage by the s raightness i a ™dmm 
course may be the best. Near the Menai and approaching Holyhead, Mi. btephenson 
appears to keep unnecessarily near the road for the safety of travellers upon i . 

1 avoid troubling you with further details. If the Govemnient be a party to any contra^ 

• the line as well as the terms will, no doubt, be settled with due reference to the public in the 
conveyance of passeugei's as well as mails. , 

If the harbour works be done in a good manner at tire public expense, ^ 

should correspond; whatever is expended in improving and f larging ^ 

beneficial to the railway by increasing the traffic upon it ; if the a y 
by a Joint Stock Comply, there will, I apprehend, be no difficulty at piesent in obtain ng 

. It them is any in.ceun.ey in my ststement of Mr. Stenl.o.ison-s ^vfonsiy 

not receiving from Mm any cipUnation of his line, hejond ivhat the documems vluch he Had previously 
sent in allorded me. 
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offers from’parties who would be ready, with the aid of a fair compensation for carrying the 
mails, to undertake the work upon a plan approved by the GovernmenL To have patties 
who ate influential upon the present lines, so that the public convenience may be secured for 
the whole length, might be an advantage. 

As the survey of the inland line of railway is unfinished, I have not inquired into the 
working of the 0 reat Western Railway, but 1 have into that of the London and Birmingham, 
and I have received every facility and attention in doing so from Mr. Glyn tlie chairman, 
Mr. Creed and IVIr. Bury, with an expression of readiness to consider liberally any 
suggestion that might be made. A few which I named, and will now state, were received in 
this spirit. 

Ten minutes are allowed for the first mile from Euston-square, on account of the stafiona^ 
engine work ; this is at the rate of 6 miles per hour ; it may he done and often is done in 
less time, but the difference is lost at the first stoppage, as the train must wait its time there. 
Now it is ^reed that the locomotive engine might go to the terminus and start at once. 
This would save five to seven minutes. 

In two hours after starting there is a stoppage of ten minutes at Wolverton, where 
refreshments are supplied and invitingly served: less than half the time would do for 
changing the engine. There is no similar stoppage between Liverpool and Birmingham, 
although Birmingham is nearly equidistant from London and Liverpool. 

The arrangements near Birmingham are still more unnecessary and more tedious. Here 
the up and down trains are taken off the direct course to the Birmingham station, to a point 
which obliges the carriages to be turned round upon turn-plates ; half an hour is usually 
allowed for this and for refreshments. These operations being finished, the ti-ain returns 
along a curve upon the Grand Junction Railway to the valley of the Tame.^ In addition to 
the stoppage, we have 2| miles of unnecessary travelling, the straight line or base of 
the triangle being miles, the two sides which are travelled 4§ miles. I see no reason, 
except the “ good of the houses,” why the mail, or a traveller to Liverpool or Dublin, should 
be kept ten minutes at Wolverton, and then be carried two miles out of his way in two 
hours afterwards, to be refreshed for half an hour at Birmingham.* Delicate persons, requir- 
ing frequent and long stoppages, will have the opportunity of travelling by other than the 
mail-trains. Between eight o’clock p.m., when the mail coaches upon the road leave Loudon, 
and the same hour next morning, no time is allowed but for changing horses. If a few 
minutes be taken at some one place, it has to be made up for on the road. This may be 
the other extreme, and insufficient ; it is worse than having no stoppage, exceeding five 
minutes, between London and Holyhead. Even Birmingham, for the sake of conciliating 
which, the Birmingham detour was made at the lime, will, I think, agree, that its conve- 
nience would be answered by having the Birmingham carriages to detach from the train. 
The accompan^ng Plan (No. 6) illustrates my remarks on the Birmingham detour. In 
justice to tne Railway Companies themselves, and to such of their passengers as are 
desirous of “ getting on,” the cut ought to be made now. The Companies^ can afford it; 

I have had it surveyed. The execution would not be expensive, considering its importance. 
There are no buildings in the way. 

By the above and the alterations lower down, to which I have referred, the worst cuiwes 
between London and Holyhead will be avoided, and the distance reduced nearly five mi!es.t 

Then as to speed. 

The London and Birmingham Company began, very prudently, at 18 miles per hour ; the 
work was new to them ; they rose to 20 ; then 22 J ; the last return of their mail trains was 
26J. With the exception of their power being occasionally too small for their loads to 
ensure punctuality, their work has been regulany, safely and creditably done, so far as I 
have observed or heard, and has progressed steadily ; their concern has paid well, and they 
appear disposed to attend to what the public convenience requires of them. The present 
Great Western speed is 29. These include stoppages. 

There is, in my opinion, nothing in the difference of gauge of the two railways to prevent 
the Birmingham and Grand Junction being as quick as the Great Western, if they would 
apply sufficient power. That the Directors think so, is evident, from their allowing a speed 
of 40 miles per hour to be run when the inclination is in favour. The Northern and Eastern 
return is 36 miles as their speed, exclusive of stoppages. My observations upon this railway, 
and part of the Brighton, and also the South Eastern, make the speed vary from 36 to 40, 
and occasionally 42. The Great Western is often 45 ; on special occasions it is ^11 more. 

The following calculations of time and speed are meant to refer to the mail and fast trains 
only. I propose to show, that, after the extension and improvements to which I have 
referred are made, the journey iDetween London and Dublin may generally be made m 
14 hours, and tliat the answers to letters posted in the evening may be i-eceived by the 
morning delivery, after one day’s interval. 

By the received measurements of the present railways, and of the Ordnance map from 
Chester to Holyhead, tire distance between London and Holyhead, allowing for the 

straightenuig 



• There is no post-office arrangement requiring so great a delay. 

t The line that was projected from Stone to Rugby ^^•o^lId save seven miles, by making 00 miles railroad. 
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straightening at Birmingham and other places, will be 267 miles, which, at 3ff miles per 
hour, is ” ~ “ ” ~ ~ - - - - - ~ •»7h. 25m. 

Add for one stoppage of 15', two of 10', two of 5', and five of 4' - - 1 5 

Makes between London and Holyhead stations, or\ 

31-^ miles per hour, including stoppj^es - -J - 8 30 

Allow for crossing to Kingstown and reaching the Dublin Post Office - 5 30 



Is from Euston station to Post Office, Dublin 
Allow time in Dublin - - - _ 

Journey back to Euston Square - - - 



Making the journey from Euston Square to Dublin, T 

and back to Euston Square - - - _j " "33 - 

According to this, if the train leave\ „ , * , . — 

^ the Euston station at - -J P.M.,thepresenttimefor departure, 

^j-10 30 on the following morning, 

30 in the afternoon, 



Tire mail would be in Dublin Post' 
Office at - 
It would leave at - 
And arrive at Euston at 



80 next morning, being the present time 
for arrival there. 

Some modification may be required in the above detail, but a very small allowance upon 
the present speed la required to justify the conclusion as being practicable. Whether the 
Great Western course will produce something still superior, remains to be shown when I have 
the materials for making the calculations ; but to have taken the Birmingham and Grand 
Junction lines, without including the improvements of which they are capable would have 
been unfair, as I think the Birmingham and Grand Junction Companies will see it to be 
their interest to make these improvements, because, without them, the above results for the 
time of the mails between London and Dublin could not have been brought out. 

I named having inspected the country between Bangor and Porth-dyn-llaen which has 
been surveyed by Mr. Vignoles and Mr. Purdon for a railway. A higher level near Penrhvn 
Castle must be kept to accommodate this line ; but, after getting through the hill above ^ 
Bangor, which, according to my opinion, the Holyliead as well as the Porth-dyn-llaen line 
should encountei^ there is no difficult feature for a great length. The line keeps within a 
short distance of the turnpike-road which skirts the Menai Straits and Caernarvon Bav 
except near Caernarvon, which it passes 1 J mile east of the town. 

The country is favourable, very much more so indeed than its vicinity to mountains would 
have led me to expect. The only difficulty of a formidable nature is the Rival mountain 
which the ena’ineers manatvA hv k#>pnino' rlncn cVir%ra +K.. ; ’ 



that onN two short tunnels, together one mile in length, are required. There is also a deep 
and difficult cutting west of the Rivals, two-thirds of a mile long, through rock The 
greatest inclination is 1 in 400. “ 

The length from Bangor to Porth-dyn-llaen is four miles greater than to Holyhead but of 
the two, I consider that to Porth-dyn-llaen the easier; and if an inland line to Holyhead 
whether through Worcester or Shrewsbury, can be shown, which shall be as good as by far 
the greater portion of the Bangor to Porth-dyn-llaen line, it will be superior to the coast 
line, which has some heavy work in parts, and which, in some places upon the coast will 
be much exposed to storms. ’ 

I have the honour to be. Sir, 

Your most obedient and very humble Servant, 

(signed) James Walker. 



23, Great George Street, 
October 6, 1843. 



25 ' 22 '' later. Much confusion and tlisappointment would be 
BomiPAl ’P Kingdom being ail kept to Greenwieli time ; the true time for astro- 

nomical purposes might also be sliown upon the flinl. 



43- 



B 3 APPENDIX 



ir to Perth 
aen. 



■anted image digitised by the University of Southampton Library Digitisation Unit 



M- 



REPORT ON HOLYHEAD AND PORT DYNLLAEN HARBOUR. 



APPENDIX to Mr. Walker’s Report. 



COPY of Letters referred to in Mr. Walker's Report, from the Officers commanding 
the Government Steam Packets, and from the Commandei-s of the Company’s Packed 
running between Liverpool and Kingstowri. 



John F. Philipps, Lieutenant, commanding Her Majesty’s Packet « Medusa,” to 
Commander Bevis, R. N. 

Sir, LiTerpool, 23 June 1843. 

In reply to your letter of yesterday, I beg leave to state, that I do not feel competsnt to judge of 
the merits of the harbours of Holyhead and Porth-dyn-llaen for a packet station, never having seen 
the latter, except on the chart, from which, however, I am led to imagine that Porth-dyn-lla^would 
be exempt from the strong tides and heavy sea of the race of Holyhead ; as to the land*fall, there 
does not appear to me to be a better than Holyhead on the coast of Wales ; the difference of dis- 
tance in crossing the Irish banks would be very trifling. 

I am, &*c. 



G. Keane, Lieutenant, commanding Her Majesty’s Steam Packet “ Merlin,” to 
Commander Bevis, R. N. 

Sir, Liverpool, 24 June 1843. 

In reply to your letter of the 22d instant, I beg to state, for the information of my Lords Com- 
missioners of the Admiralty, that I am not in any way acquainted with the harbour of Porth-dyn- 
llaen. But from having several times crossed the Bay of Caernarvon, I have at all times found a 
great indraft. I consider a bay at all times objectionable, and particularly a very shallow one, such 
as Caernarvon Bay w, when put in comparison with making a bold head-land. 

Caernarvon Bay is open to the most prevalent winds that blow in this channel during the winter 
season (from south-west to north), the severest gales generally blow from west-south-west to north- 
west, which ore smooth water winds in Holyhead harbour. Also, when approaching the Irish coast 
with a heavy south-east gale, which is most generally accompanied with thick weather, there would 
be great danger unless the course steered was su&ciently to the northward to enable you to go 
round the Kish light- vessel, and make Houtli, thereby very considerably increasing the distance. 

I am, &o. 



William Smithett, Master, commanding Her Majesty’s Packet “ Medina,” to 
Commander Bevis, R. N. 

Sir, Liverpool, 24 June 1843. 

In reply to your letter of the 22d instant, calling for my opinion as to the comparative advan- 
tages possessed by Holyhead and Porth-dyn-llaen as a packet station for communication with 
Dublin, — 

I beg respectfully to state, for the information of my Lords Commissioners of the Admiralty, that 
I have never been at Porth-dyn-llaen, consequently have had no opportunity of forming a correct 
idea a.3 to the eligibility of that place compared with Holyhead. 

Looking at the two places on ffie chart, considering the tides, the banks on the Irish side, the land 
gales, and the prevailing westerly winds and hazy weather, I consider Holyhead to he decidedly the 
safest and most suitable port. 

I am, &o. 



D. Tanjield, Lieutenant R. N., of “ Princess ” Royal Mail Contract Packet, to 
Commander R. N. 

Liverpool, 28 June 1843. 

In reply to your letter of the 22d instant, requesting my opinion, for the information of the Lords 
Commissioners of the Adnihalty, as to the comparative advantnges or disadvantages of Holyhead 
and Portb-dyn-llaen as a packet station, to communicate with Dublin, I beg to state that my opinion 
is decidedly in favour of Holyhead, both for safety and dispatch. 

1. As regards the tides, I do not consider they would make much difference in favour of either port. 

2. As to the Irish banks, I look on them as a complete barrier to Porth-dyn-llaen, for in thick hazy 
weather (of which there is so much in this channel), it would be necessary to make Houth when 
bound to Kingstown, as those banks are steep too, and the sounding so irregular as to make tiiem 
extremely dangerous to run for, and by hauling so far to the northward as Houth you increase the 
distance ; and as most commanders are anxious to make their passage as quick as possible, they 
w’ould often be led to run the risk of making the banks, and might sometime.9 get their vessels into 
danger; besides, they must approach them so cautiously, that, by stopping so often to sound, a deal of 
time would be lost. 

3. As to tlie land-fall on the Welsh side, I should prefer making Holyhead to running into a deep 
bay after crossing a strong tide, which must always make tlie course uncertain. 

I am, &c. 



Walsingham 
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WaUnglmm BealgUy, of Her Majesty’s Contract Steam Packet “ Queen Victoria,” to 
Commander R. N. 

gjj. Liverpool, 29 June 1843. 

Is reply to your letter oftlie22d ultimo, wishing to know ray opinion aa to the comparative 
advantages of Holyhead and Porth-dyn-llaen as a packet station for communication with Dublin, I beg 
to sny f think there is no comparison whatever, inasmuch as the former is fully seven or eight miles 
nearer to the Kish light-ship, and the course from thence much more to be depended upon, espeoi- 
allv in thick weather. 

With a nortli-west gale from Porth-dyn-liaen, outward bound, owing to the long fetch of a heavy 
sea and in a deep bay, considerable delay would be the consequence. Then, again, with the wind at 
south-east, in thick weatlier, bound to Dublin, so much allowance would be made to avoid the banks 
on the Irish coast, from the uncertainty of the soundings, that vessels in general would get to the 
northward of the bay. With respect to the land-fall, having not been at Porth-dyn-llaen, I cannot 
sav but should suppose there can be but little difference. I certainly think there is less tide, and 
the soundings more correct, off Porth-dyn-llaen ; but still, in point of risk, I would much rather com- 
mand a steamer from Holyhead to Dublin. 



John Williarns, of “Prince” Steamer, to Commander Bevis, R.N. 
gjj. Liverpool, 28 June 1843. 

In answer to your request, as regards my opinion of Holyhead and Porth-dyn-llaen as harbours 
for Her Maiesty’s steamers appointed to convey tbe mails to and from Kingstown, I beg to state, that 
I consider the former by far the safest and best. In the first place, Holyhead is a shorter distonce, 
and a straight coarse can be made from it direct into Kingstown harbour ; and m steenng to Holy- 
head there is a fine bold coast under your lee to run down upon in thick foggy weather, or in the 
event of your steamer being disabled in her machinery. 

The tides are also better between Holyhead and Kingstown than they are between the latter har- 
bour and Porth-dyn-llaen, as in the fornaer case a steamer crosses them at right angles, but in the 
latter she would have to bow tirem, which affects her true course considerably. 

From Porth-dyn-llaen to Kingstown a steamer has to avoid, when making a straight course, the 
dangerous banks which lie direct in her track, and which are nnusually dangerous, because of their 
steep edges • to avoid them the courae has to be changed, whether . a commander runs through 
Wicklow Swash or round the north edge of the Kish, and, of course, in going from Kingstown, the 
same angles and changes of the course must be made, which tend to confuse seamen in thick hazy 
weather On approaching Porth-dyn-llaen in north-west or strong westerly gales, and in hazy 
weather, there is great danger of being embayed in Caernarvon Bay, and, as you have m that case 
no harbour under vour lee, much risk must he the consequence. 

In conclusion, I* have to state, that I have hod 19 years’ experience as a commander of steamers 
from Liverpool to ports in the Irish Channel, and my practical knowledge teaches me that Holyhead 
is br far the safest of the two ports. 

•' 1 am. &c. 



Substance of Opinion given by Mr. Rohert Thomas to Mr. M‘Clean, 

Mr. TPa/Aer’s Assistant. 

Liverpool, 4 September 1843. 

Is a native of Wales ; at present commander of the “ Benledi ” steam-boat ; formerly of the 
steam-boats “Snowdon” and “St. Mungo,” down to Porth-dyn-llaen, also of the St. Winifred, 
the “Countess of Glasgow,” and “ VaU of Clywd;” was master of the sailing ve^el « Constantia, 



R N 15 months in the Revenue service, and in foreign trade 1 1 years ; 
harbour ; as a Welshman, would be partial to Portb-dyn-llaen. , . , , 

Considers Holyhead at present capable of accommodating steam-vessels of the largest size at 
present trading between Liverpool and Dublin, to a limited extent ; that if the o.^er harbour were 
improved, by extending the present piers, and carrying out a breakwater m a north-east duection, 
wo^d be suitable for vessels of any size yet built, and would accommodate any number. 

As a harbour of refuge, these improvements would make it capable of receiving vessels coming 
from any part, at any time of tide and with any wind. , 

Has been there in several gales, and does not recollect an accident having occurred. 
Porth-dvn-llaen is at present little better than an open bay, not capable of accommodating steamers 
of the smallest size ; the passengers and cargo must generally be landed from boats at great risk, owing 
to the swell. The anchorage is good, but the vessel must be moored far out in ihe bay on account 
of the heavy surf and shallow water, and even then in high winds is m great danger _oi parUng 
her chain : was obliged to keep the steam up in a 94-ton steam-boat to prevent her being driven 
ashore durkg a gale\ith an anchor down. Tlie “ Vale of Clywd ” steam-boat was driven ashore t^ee 
or four years ago, and the “ St. Catharine ” on the rooks in the inner harbour, and afterwards wiecked 
near Nevin Head. Sailing vessels during a gale are obliged to slip their anchors and beach, which 
occasions much damage from bilging. j a 

To make it suitable for steam-vesaels of the largest size, and for a harbour of refuge, Forth-d^- 
llaen Hoad should be coiried out aa far as the Carreg-y-chwislan Rock, and thence sou^-ewt for a 
considerable distance, to aholttr it from the nnrth-north-co«l wmd, the prevailing one m P«- 
The old pier should be removed, the rocks in the inner harbour blasted, and the sandy bay deepened. 
Even then, for the present trade, lie would prefer Holyhead. 
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Substance of Opinion given by Mr. Thomas Thomas to Mr. Walker. 

Lonclon* S Ootober 

Mr. Thomas Thomas is a native of Tydweilcog, a vOIage three miles from Porth-dvn-llae 4 
five miles from Nevin. Served his apprenticeship on board a coaster, and continued in the e r 
trade several years } ti-aded for three years between Liverpool and the West Indies • served*t^ 
years on board Mr. Assheton Smith's steam»yacht the “Menai;” was two years sailinff-maBter^^^A 
one year master of the “Vale of Clywd” steamer, and two years master of the “ Snowdon” ste’ 



between Beaumaris and Caernarvon and Liverpool with passengers, one summer tradinc- bet^"' 
Caernarvon and Aberstwyth and Dublin. ° 

Is now master and partly owner of the “ Josephine ” schooner carrying slate to London 
la not at all interested in Holyhead or Porth-dyn-Uaen j his parents still reside at bis native dIb^a 
but he has lived ten years at Caernarvon. ^ 

Knew Holyhead before the pier was carried out, and often makes use of the harbour in bad 
weather. Considers the harbour safe when in it ; it answers as a steam-packet harbour much better 
than for smling vessels, and it is a most dangerous place for vessels in distress, from having- no eood 
beach to leeward; there is nothing but rough steep rocks to run upon. He would rather be embaved 
in Caernarvon Bay than in Holyhead Bay, because there is more space to work in and fewAr 
dangers. ’ 

If there is any good holding-ground in the bay, the sea is so heavy that a vessel might as well 
lay-to in the Bay of Biscay as there in a gale. ^ 

In approaching Holyhead harbour in thick weather, you cannot ascertain your position from 
sounding ; the depth of water is very uniform, and does not decrease by degrees, but all at once and 
you scarcely find the water get shallower before tlio vessel is ashore. The strong race of tide ^adda 
to the difficulty, and from this cause he has been informed the sailing packets used often to lose their 



The strength of tide is very great off Holyhead with an ebb-tide and a strong south-west wind or 
wi^ a flood-tide ; when it is blowing strong from the north-east, there is a very dangerous sea ’ 

Can remember a steam-packet putting back after leaving Holyhead in bad weather ; this may’have 
occurred ten years ago ; and sailing vessels have been sent with the mails in place of the steamers. 

If there is any fog in the channel, Holyhead is sure to catch it, and it is more frequently foggy 
gan clear in the Head. The South Stack is not very high, and can be seen when half the 
Srfog^ The lower Hght there may often be seen when the upper one is obscured by 

A vessel in a disabled state approaching the harbour in a gale from north-west, if she is unable to 
hug the weather shore, has nothing but destruction before her; by the time the anchor is let go 
and the vessel has scope, she is ashore on tlie rooks. A. vessel having plenty of canvas may get in 
L strong from the south-west and south-south-west, vessels cannot beat into Holy- 

head harbour from want ot space. 

He has never eomijiandod a yeseel from Holyhead. Wne onee in thick weather embayed in Holy- 
head Bay, and net heii^ able to clear out, got safe into the harbour. At another time, when the 
Holyhrad ' liverpool, ho was obliged to put into 

P'“* inier similar cirenmatanooe, hat not if they eon help it. 

Roads Imrpool, or, in going southwards, malce for St. Tndwall’s 



noaus. 

ptocrlfit Porti::! 

it. present natural state, is often run for by yessels in diatress ; if it were better 
Kf. d-KOSons, it would be mueh resorted to, as it is a good place to 

“ Caomarvon Bay, and can find no shelter in gales 
year 1? r i average Biz to eight, and most of them foreign yessels, are wrecked every 

o2ic„ Sftr ‘7® =■ hai-hour at Pcrth-dyn-llaen would, in his 

E f ir?'' 1 “ Holyiead. For yessels going from Caernarvon to Ireland, or 

tyrylT ft ^ “> “> ™ ‘“‘ark night, or with a ion- 

tra^wind. It very rarely happens but some vessels are lying there ^ 

eouJirriin I' “* “ Po«Myn.Uaen a. it now is, for all are not 

Sronud-.ackle.will hold on 

is aZTellZaSlZay te dLZfhonl7n”£y.°^ “ 

thekZZXtounZnsr^^^^^ their ground-tackles not being strong enough, run 

? »"i“ng ".eol, would ride oomforlably here in all weathers, 
all the vear rn nil PorSi-dyn-llaen in his, own vessel, with her present tackliogs, 

Holiheai ’ “ “ rule would prefer taking i square-rigged vessel here to 

ouan aortif wwif ^ ^ ft-thome inside Carreg-y-ehwislan, keeping the sound 

open north-west by-north^ towards the shore ^ ^ fa 

weather°t?i^^^HnlT^flo«i^ is better situated naturally, and more easily found in thick 

to Kingstown thmZm Hdiheai “ “ P‘>r“‘-d3’'-““'” 

seeiTtmtch "li mountains are obscured, the foot of them may bo 

“rr dZp bay fot'xi “ fog thicker on a headland to 

an™Sto?Aolr”l!,^f o ‘‘irk night, and not being able to sea the South Slack light, on 

the bay towLds V g^mg out of the main stream of the tide, is driven by the ebb tide into 

to low that the ’vessel is dnVen ashere bofor. 

1 eo their being near land. He has seen six vessela ashore in one night, some 

north 
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Mrth of Caem™ Bar aad some on th. Bar. Elovon vessds ran aahore tho same winter Caernarron 
Bar hae throe fathooa oror it at h.gh water, and two f.thonre at low water, neap tidce 

fn approaching Poi-th-dpr-llaen from Kingstown, the soundinfs between Bt^dsey Island and tile 

Rivels diimnisli so gradually, that the oosition of a tvan,.“«T v t -iBiana ana tUe 

- ‘■•^o-rrd' ttVeis: 

Jood a yesael from Ho yhead to Kingstown has to stem both wind and tide; h„ from Portl. 
djn-llaen by keeping along the shore in smooth water as f,w as Bardsey, whioh i, aTmdcs to 
windward of Holyhead, a vessel has the wind abaft her beam all the 1™ to kLsfo™ Jd 

53i“r.s:c!i 

If a pie, were oarried out from Portb-dyn-Ilaen Point toward. Carreg-y-eliwislan, leaving a small 
opening in the sound for vessels to enter the harbour when in a disSled st.tT 
cmied from Carreg-y-ohwislau in a direction oast-southteast for half a mile, Porth-dyn-lIaen"konS 
then be a much better bai'bour for vessels in distress than Holyhead can nose 1,1 v b. t ■ “ 

mneh better sitnided, and fmm having greater nji.nral "nr.™ if a p e^ ^ 

earried as fa as Carreg-y-chw,slan it would bo of great use. He oonsiders Porth-dyn-Uefn S J 
station for steam-paefcete and for a fined eommnnioation between England and Ireland^ would with 
the pier he recommends, be a much bettor station than Holyhead is at present ’ 

He frequently passes terongh the Menai Straits, and remembers them very well before the bridne 
was built , does not think it has nIfooMd the passage, nor does he think that any bridge, if built hiS 



LIST OF PLANS appended to Mit. WALKER'S Repobt, 



l—Hoh/heud ffnrioin-.— Desios for tho Extension ol the Packet Pier ; also for a Breakwater and 
Harbour of Refuge. 

z.~Porth-dyn-Uaen Harbour.^DESian tor a Packet Pier and Breakwater. 

3’~ Sketch of part of the Coast ot Caer)ia>vonshire and showing the relative positions 

of Holyhead and Porth-dyn-llaeii Harbours, and of the Lighthouses adjacent thereto. 

4. Sketch, showing the Lines of Railway at Bangor, and across the Meitai Straits. 

5 — Sketch, showing the Lines of Railway at Chester. 

6— SkyrcH, showing the proposed Janction of tho London and ISirmiogUm and Grand Junction 
Railways, near Birmingham. 
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HOLYHEAD AND POKTDYNLLEAN HARBOURS. 



RETURN to an Order of tbe Honourable The House of Commons, 
dated 6 August 1844;— /or, 



COPIES of the Report 8 of Sir John Rennie and Mr. Paoe, on the Hasboues 
of Holyhead and Portdynllban. 



(Mr. Darby.) 



Ordered, by The House of Commons, to he Printed, 

9 August 1844. 
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No. 1, — Sir John Rennie’s Report on the Harbours of Holyhead and Port Dyllaew; 

30th March 1844 p, 3 

No. 3. — Report of Thomas Page, Esq., Civil Engineer, on the Eligibility of Holyhead 
and Portli-dyn-Llaen, as Harbours of Refuge and Packet Stations for com- 
municating with Kingstown - - - - - - - -p, 13 



Mr. Page’s Plans. 

No. 1. — Plan of the Bays of Porth-dyn-Llaen and Nevyn, showing the suggested Break- 
water for a Harbour of Refuge. 

No. 2. — Plan of Holyhead Bay, showing the suggested Breakwater for a Harbour of 
Refuge. 



No. 3. — Diagram, showing the Direction and Force of the prevailing Winds. 
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COMMUNICATION WITH IRELAND. 



No, 1. 

Sir JoHif Rennie’s Report on the H.ihbooes of Holyhead and 
Poet Dyllaew ; 30th March 1844. 



To the Committee of Noblemen and Gentlemen interested in obtaining the most nerfeet 
Means ot Communication between England and Ireland. 

My Lords and Gentlemen, London, 30 March 1844. 

In compliance with yom- request, I have examined the Harbours of Holyhead and Port 
Dyllaew, for the purpose of giving my opinion as to how far I consider they are capable of 
improvement and which of the above two places, under all the different circumstances, I con- 
sider best adapted for maintaining the communication between London and Dublin in the 
fc’tle «f“S-harbour 

The subject is one of such vast importance in every respect, and comprehends so many 
and such a vanety of in terests, and has been already investigated by so many able authorities 

nautical aa well as civil, that it has been almost exhausted. * 

Stiil, however, the consequences of a wrong decision are so serious, that it is better to pause 
even to prolixity, m order that every possible circumstance may be thoroughly considered 
and investigated before the question be finally and irrevocably ifecided 

Fully impressed with the importance and difficulty of the question, I have carefully 
studied the different facts which bear upon the subject, such as the winds, the tides the 
currents, the character of the coast, whether as regards its geographical outline or geological 
formation, the soundings, the anchorage, the bearings and distances, and the cost of con- 
struction. 1 have also perused and studied with much attention the various reports and 
evidence given before Parliament of the Naval Commissioners, Mr. Walker, and other public 
and private individuals, and every paper or document which 1 could find havino- any bearino- 
leTrt communicate the result of my investigation in the following 

^he subject may be divided into three parts : — 

First,— The situafion and peculiar characteristics of Holyhead and Port Dyllaew 
whether as regards their present facilities for packet-stations to communicate with 
Dublm, or as refuge harbours for the general trade of the Irish Channel. 

Secondly, — ^The plans proposed for their improvement as packet-stations and refuge 
harbours combined. ® 

Thirdly,— A comparison between Holyhead and Port Dyllaew, as to which, under all 
the circumstances, possesses the superior advantages, whether as a packet-station or 
refuge harbour. 



HOLYHEAD. 

With regard to the first, Holyhead Harbour is formed by a small creek, dry at low 
water, about half a mile long and a quarter of a mile wide, situated on the northern side of 
the Island of Holyhead, which is separated from the Island of Anglesea by a strait or 
diannel, extremely narrow near the centre, but widening at each end, so as to form the 
Outer Harbour or Bay of Holyhead on the northern, and Cymmemn Bay on the south- 
ern end. The northern, which is the principal, is called the Bay Roadstead or Outer Har- 
bour of Holyhead. This bay is formed by the bold prmecting promontories of Mount 
Carmel on the north, and that of the North Stack, on Holyhead Island, on the south; 
the distance between them in a direct line being seven miles, and the depth, taken 
to the mail-road embankment which connects Holyhead Island to Anglesea, is about 
4^ miles. About a mile and a quarter S. W. by S. is situated the small rocky islet called 
the South Stack, surrounded on all sides by rugged perpendicular cliffs, and separated from 
the main land by a deep chasm, through which the tide flows; it is crossed by a chain 
bridge. On the islet there is an excellent revolving light, 200 feet above high-water mark. 
On the north side of Holyhead Island, there is another small island, called Ynys Halen, 
or Salt Island, separated from it by a small Creek. This island lies in front of the creek 
before mentioned, and forms a kind of breakwater to the present inner harbour. 

The coast is generally low, rising gradually above the level of high-water mark, with 
the exception of the bold headlands of Mount Carmel, and the North and South Stack islets, 
■which rise abruptly from the sea, in lofty, rugged, perpendicular cliffs, with deep water close 
to them. Immediately behind the Stacks the Holyhead mountain rises 700 feet perpen- 
dicularly, which, from its prominent position and lofty elevation, forms a conspicuous object 
far and wide in the Irish Channel. 

The shores are for the most part extremely irregular and rugged in their outline, being 
composed of rocks of the chlorite schist formation, interspersed with veins of quartz, mica 
and serpentine. 

From the Harbour of Holyhead to the upper end of the bay, the shores are composed of 
small rocky bays interspersed with sand, which is brought down from the hills and adjacent 
coasts. 

The soundings, taken in a line between the North Stack and Mount Carmel vary from nine 
to nineteen fatlioms at low water, and decrease from thence to ten fathoms in the centre of 
the bay, and thence gradually to the upper end. The bottom is rather foul, being composed 
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of sand and rocks. There are also several dangerous rocky sH'oals in different parts of the 
bay, 'whicli require particular notice; namely, the Stag, hearing nearly E. about 1,600 feet 
from the present pier-head, upon Avhich there is only fifteen feet at low-water spring-tides ' 
also the Outer Platters, about 1,200 yards N.N.W. from the present pier, upon which there 
is only two feet at low water. There is a sound between them and the shore ; but as foul 

f round extends some distance from the shore, it should be avoided by strangers ; and the 
nner Platters, bearing N . about 650 feet from the pier-head with only five feet. Upon the 
north side there is the Fenwick or Bolivia Shoal, upon which there is only nine feet ; it lies 
about three miles and a quarter N.N.E. of the pier-head, and three-quarters of a mile from 
the shore. The bay is exposed from W. round by N. to N. by E., or nine points of the 
compass, and when the wind blows from these points, a heavy and violent swell sets in, which 
renders it very dangerous for vessels lying at anchor there ; indeed, upon such occasions 
unless extremely well found, they i*un the greatest risk of parting aud driving upon the 
rocky shore, when they become wrecks in a short time. Immediately opposite to Mount 
Carmel, bearing N.W. one mile and a half, lies the Skerries, a small cluster of rocky islands, 
extending half a mile in an E.N . E. J E. direction, and rising considerably above high-water 
mark. Upon the highest of these there is a fixed light 117 feet above high-water, which 
may be seen at the distance of sixteen miles. The sound between the Skerries and the 
shore is about a mile and a half wide, with from eight to seventeen fathoms at low water • 
but as there are several rocks and shoals in it, such as the East and West Platters, the 
West Mouse, &c., almost dry at low water, with a strong overfall current on them, stvano-ers 
should avoid it 



Inner Sarhour. 

The Inner Harbour of Holyhead is formed by a small creek or bay, half a mile long and 
900 to 1,500 feet wide, covering a surface of about 50 acres, dry at low water. On the north 
side of this creek, and about three miles to the east of the North Stack, lies Ynys Halen, 
or Salt Island, which is about 1,300 feet long and 1,000 feet wide. At the southern 
extremity of this island a stone pier has been carried out 1,200 feet in an eastwardly 
direction, with a jetty projecting 80 feet at right angles to the inner wall or face of the 
pier, and 100 feet from it. At the extremity of the pier-bead there is 12 to 13 feet at low 
water of spring-tides, which decreases about half way from the pier-head to the low-water 
mark. Immediately opposite to the east pier jetty there is another pier, 800 feet long, with a 
circular head, carried out from the opposite shore, leaving an entrance between them of 
nearly 430 feet wide. Within this pier there is a graving-dock, 260 feet long and 90 feet wide, 
capable of receiving a small frigate. These piers were designed and constructed under the 
late Mr. Rennie, %t the public expense. It is high water at the full and change of the 
moon, at 10, hours 25 minutes; ordinary springs rise 17 feet, neaps 9 to 10 feet, and 
extra or equinoctial springs to 18 and 20 feet; the highest tides genei-ally occur at two 
days after full and change. 

Tides. 



;The main flood tidal current comes from the southward, and the ebb in the contrary 
direction. I^he flood current commences about a mile to the westward of the South Stack, a 
little before low water at the pier, and sets E. by N., and, as it advances, draws gradually 
into the bay, where the ebb current takes a S.E. direction on the north and N.W. direction 
on the south side of the bay, for nine hours, and tlie flood current three hours, in the 
opposite direction, which is occasioned by the main current striking on the Skerries and 
Mount Carmel Head, and producing a counter current. 

Winds fnim the southward and westward prevail for eight or nine months out of the twelve, 
or two-thirds of the year; the rest are from northerly and easterly points. 

Race. 



Between the North and South Stack rocks there is a strong curr^it, which is produced by 
mam tidal wave, both upon the ebb and flood, striking upon thi.s bold projecting headland 
in Its upward and downward passage through the Irish Channel, and is called the Race, from 
1 s "^6 ocity, which at springs amounts to five knots an hour, and at neaps to three knots, 
but when accelerated by heavy southerly gales it exceeds this. Its influence extends for 
from the Stacks, aud nearly a mile to the north and south 
ot them ; so that it may be termed about four miles’ long and 1 1 mile wide. This 
ace or rapid is extremely dangerous in stormy weather, and when the wind sets against 
the current, as during a gale trom N. to N.W. with the flood, or S.W. with the ebb, 
a vio en an terniic sea arises, breaking in all directions ; so that vessels, when once within 
Its vortex, are exposed to imminent risk, and many are said to have been overwhelmed by it, 
and upon such occasions it is always prudent to avoid it. 

r.f a W. N.W. direction, and 54 miles distant from the buoy 

t,r,A /t*-? '^•1^*' • ' but taken from the end of the present pier-head, it is near 55 miles, 

and 47 miles m the same direction to the Kish light on the Irish shore. 

s an rag these defects, Holyhead has long been proved by experience to bean 
nf ’ but in Order to render it fit for the larger and more improved class 

io ^ ^ ^®^°efo»’ward to be employed here,'the present accommodation 

vpecJlo ^ refuge-harbotu* it is also much used by small trading 

rannnt Irish Channel, when, beaded by contrary winds, they 

hour and in \ harbour is much too small as a refuge-har- 

to which the bay is exposed, the anchorage is not 



PORT 
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PORT DYLLAEW. 

Port Dyllaew is a fine spacious bay, situated seven miles within a line drawn between the 
cuter boundaries or headlands of the great bay of Carnarvon, viz. Bardsey Island on the 
south, and the promontory of Holyhead Island on the north. It is formed by apeninsula or 
neck of rocky land, stretching out a mile in a N. by E. direction from the general line of the 
shore. The outer or extreme point bears S. by W. ^ W., 22 miles from the South Stack, 
14 miles N.E. by E. from Bardsey Island. Port Dyllaew Bay, properly speaking, 
IS bounded on the north side by the bold projecting point of Carreg Llaun, rising 488 feet 
perpendicularly above high-water mark, the distance between the two points being 34 miles, 
and the depth taken from a cord-line drawn between them is U “de. Within these two 
points there is another small bay, formed by Nevin Point on the south and Point Bodfilias 
on the north ; the distance between them being about 2 J miles, and the depth of the bay 
3,000 feet. The soundings taken in a direction across from Port Dyllaew to CaiTeg Llaun 
vary from 19 to 39 feet at low' water of spring-tides, and decrease from thence gradually 
to the shore, which is extremely flat at the upper end of the bay, composed of sand above 
a stratum of clay, forming good holding ground. 

Hie whole bay is clear of rocks, with the exception of that called Carreg-y-Chislyw, 
which is situated about 1,300 feet in an eastern direction from the extremity of Port Dyllaew 
Head. This rock is 100 feet long and 50 feet wide, and begins to bear at the last quarter 
of the ebb between it and the shore. There is a sound 1,100 feet wide, with a depth of 21 
to 30 feet at low water. 

It is high water at full and change, at 8 hours 30 minutes. Spring-tides rise 16 feet, 
neaps 9 to 10 feet, and equinoctial tides 18 feet. 

The bay is open from the W.N .W. to N. by W., or five points of the compass ; but from 
all other points jt aflbrds a safe and convenient anchorage well within theheacf. The current 
•of tide sets principally from the eastward, running nine hours from that direction and 
three hours from the westward. During springs the current attains a velocity of 
three knots per hour near the head, and less at neaps, whilst in the centre of the hay 
it is scarcely perceptible. The main channel current of tide takes a N. by E. direction 
from Bardsey Island to the North and South Stacks on Holyhead Island, which are 34 
miles distant from each other, and, except in blowing weather from the westward, the 
in-draught into Carnarvon Bay is not inconvenient, although there is a current, as above 
mentioned, close to the shores. 

The general direction of the coast from Port Dyllaew Head is N. E. by E. for about 10 
miles ; from thence it tends to the northward. Port Dyllaew Bay is about 12 J miles distant 
from Carnarvon Bay. The geological features of the coast consist of steep, almost perpen- 
dicular hills, 100 to 120 feet high, composed of a thick bed of alluvial deposit, resting upon 
a substratum of sienite, except at the extremity of Port Dyllaew Head, where there is a 
band of chlorite schist, approaching to serpentine, and thence to Carreg Llaun and 
Bodfilias Head, which rise into rugged perpendicular cliffs, from 400 to 500 feet high, 
of a mass of compact sienite, approaching to granite. The coast is backed by a bold out^ 
line of peculiar-shaped lofty hills, amongst which the remarkable peaks of tiie Rivel, 1,800 
feet high, Caern Bodfearn, Nevin and Caer Madeyw mountains are the most predominant. 
This, combined with the extreme regularity of the soundings, and the absence of all shoals or 
races of tide, enables vessels to approach and make for the port with the greatest con- 
fidence. it is stated, that the tops of these hills are covered with mist during stormy 
weather from the southward and westward. Admitting, however, that this occurs occa- 
sionally, still their bases are visible sufficiently to indicate the coast; and if ever Port 
Dyllaew should be adopted as a packet-station or refuge-harbour, additional marks, such 
as lights, beacons, See., might be erected, so as to remove every cause of doubt in that respect. 

The distance from Port Dyllaew Head, according to the Commissioners, Sir James Gor- 
don’s and Captain Beechey’s Report, and adopted by Mr. Walker, is stated at 60 miles 
from Kingstown Harbour, m a N. W. | N. direction, and 54 miles from the Kish light 
Vessel- 

Taking a line parallel to one drawn between Bardsey Island and the South Stack, Port 
Dyllaew Point is about seven miles within it, so that it cannot be considered too much em- 
bayed ; and a vessel in moderate weather, when fit to put to sea, could always work out, 
even supposing the wind to be contrary. 

These advantages have long been known, and Port Dyllaew has in consequence been 
resorted to as a port of refuge for shipping, even in its natural state, by numerous fleets of 
shipping. In 1807, Mr. Thomas Rogers, an engineer of some repute, proposed to construct 
an asylum harbour there, and to make it the principal packet-station to communicate with 
Dublin, instead of Holyhead ; and it appears from the Custom House returns that the fol- 



lowing number of vessels took refuge : 

At Pott Dyllaew. 




At Holybeiul. 


In 1840 


722 


- 


1,121 


1841 


769 


_ 


1,142 


1842 

1843 


914 

900 


" 


940 



Total - - - 3,315 in the last four years. 

Mr. Walker obseiwes. “ that there is no shop or store of any kind nearer than Edern, one 
mile; nor is there the appearance of there having been one ; a proof that if on occasions a 
great number of ships have taken advantage of the harbour, these occasions have not 
633 . A 3 been 
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been frequent, or the ships must have remained a very short time ; ” butthe above statement 
shows that, notwithstanding the absence of all such accommodation, and that the harbour 
in other respects is quite in a state of nature, nearly as many vessels have taken refuge there 
as at Holyhead. 

If, therefore, such a number of vessels take refuge there even in its present state, it is hut 
reasonable to conclude that if more protection and greater facilities were given, the number 
of vessels seeking shelter there Would be much increased. 

The reason of there being no buildings there of consequence arises, I understand, from the 
difficulty of obtaining land upon proper terms, the title being in dispute. 

Having now described the situation and peculiar characteristics of Holyhead and Port 
Dyllaew, and their respective capabilities of improvement, whether considered as packet- 
stations or refuge-harbours, or both combined, I shall now proceed to the next and most 
important part of the question, namely, a comparison between them both, in order to come 
to a correct decision as to which, under all the circumstances, should be adopted as the 
permanent station for the packets, and for a refuge-harbour. To establish this question 
clearly, it will be necessary to examine with the greatest care and caution the respective 
localities and advantages, as regards the distances, the prevailing winds, the tidal currents, 
shoals, the means of access and departure, of prevention of deposit, and, lastly, the cost. 

First, as regards distance : — Assuming the figures as given by Sir James Gordon and 
Captain Boecney, and adopted by Mr. Walker, as correct, it appears that Holyhead is 54 
miles taken from the buoy of the Outer Platters to Kingstown Harbour, and 47 miles from 
the Kish Bank on the Irish coast ; but as this buoy is nearly | of a mile from the intended 
present pier-head, the exact distance should be termed 64| miles to Kingstown, and 47| 
miles to the Kish Bank ; and as during spring-tides and stormy weather the Race, which 
extends mile beyond the North and South Stacks, is avoided, and consequently a packet 
must clear the Race before she makes her proper course, this should be added to the total 
distance, making it 561; miles to Kingstown, and 49^ miles to the Kish Bank; and Port 
Dyllaew proposed pier-head by the same authorities is stated at 60 miles from Kingstown and 
64 to the Kish, thus making a difference of 3| miles to Kingstown, and 4| miles to the Kish, 
in favour of Holyhead. This saving of distance is certainly an advantage of considerable 
importance, if irot counterbalanced by any. greater disadvantage. 

Secondly, as regards the prevailing winds : — These from eight to nine months out of the 
twelve, or two-thirds of the whole year, are from W. to S.W. points ; and as Port Dyllaew 
is two points further to windward than Holyhead, to use the very important words of the 
S’hle Wdi’ographer Captain Beaufort, it) his report, “ Port Dyllaew courses are W. N. W., 
E.S. E., so that the most prevalent wind, S. W., would be fair both ways, which is an 
advantageous circumstance for steamers, as it enables them to steady themselves by canvas.” 

Upon this point Mr. Walker also obsei-ves (see Report, page 8), There are cases when 
they will not apply, and when “ Port Dyllaew would have the advantage, as in the case 
of starting from Holyhead at the first of a flood-tide during a heavy south-westerly gale, 
which are the prevailing winds, when the steamer must stem the tide, and be nearly in the 
teeth of the gale, whilst a packet leaving Port Dyllaew at the same time might keep under 
the land out of the bay towards Bardsey, when the S.W. wind afterwards would be fair 
across the Channel ; and here Port Dyllaew passage would be the best.” 

This is a great advant^e, and is certainly equal to or rather counterbalances the increase 
or rour or five miles in the distance. It is true there will be occasions, such as a N. W. 
wind and ebb tide, when the Holyhead passage would have the advantage in both respects; 
but the majority of favourable circumstances ought to decide it, and none can be more 
important than that the prevailing winds are in favour of Port Dyllaew, particularly during 
the stormy season, and the long nights and short days of winter, when it is most dilEcuit to 
preserve a regular and certain communicatioa with Ireland. 

ihirdly, the tides and currents t — On the Holyhead passage, the course both going and 
returning frmu Ireland is nearly at right angles to the current. In this respect, there- 
lore, their effects are nearly balanced, with the exception of during the spring-tides and 
stormy weather, when the Race must be avoided. At such times, with the flood-tide and 
f f ) u packet would necessarily make considerable leeway, and with difficulty 

retell Howth Head, which materially lengthens her passage ; whereas on the Port Dyllaew 
passage, having both wind and tide in her favour, and no Race to contend with, a packet 
would make the Kish and Kingstown with the greatest despatch, and facility. On the return 
passage the tide would be rather against her, but as the wind would be favourable, this would 
not aliect her materially, although the advantage in point of time would be in favour of 
Holyhead. With the ebb the Port Dyllaew passage to Ireland would be rather retarded, 
as cornered with the flood, but as the wind would be in her favour, this would not mate- 
passage, whilst it would be in her favour on the return passage ; but with 
a JN.Vv. wind and _ ebb-tide, Holyhead would have the advantage. As regards the 
counter-currents setting out of the bay of Holyhead, ns well as out of Port Dyllaew, this is 
nearly the same in both cases ; but during stormy weather and spring-tides, as the Race must 
1^ avoided, the counter-current would not be so available on the Holyhead as the Port 
Dyhaew passage. In moderate weather Holyhead would have the advantage, in proportion 
as the distance is shorter. a r r 

Fourthly, as regards shoals : — The Irish coast is skirted with several dangerous shoals, 
or sand banks; viz. the Kish and Codlin, Bray, India, and Burford Banks, &c. The 
former is the most important as regards the passage, either from Holyhead or Port Dyllaew 
to iiingstown ; it lies, according to Lowrie’s chart, N. E. J E., and S. W. \ W., is six miles 
long, and from a quarter to half a mile wide, with a depth of a quarter to four fathoms on 
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it at low water. The floating light is three-quarters of a mile N. by W. J W. from the north 
end of It, in about four fathoms. There is some difference as to the precise position of this 
formida.ble shoal. Lieutenant Fraser, the latest, and probably the most correct authority 
makes It extend half a mile more to the northward than Mr. Lavvrie, and half a mile less 
than the Ballast-office chart, or a mean between the two, and about a mile further to the 
^uthward and westward than either of them. According to Sir J. Gordon and Captain 
Beechey the course to Kingstown from Holyhead lies in a direct line by the Kish light- 
whereas the courae from Port Dyllaew makes an angle of 150 with it; the effect of this’ 
therefore, in lengthening the passage is not material. And the charts of the Ballast-office’ 
Mr. Lawjie, and Lieutenant Fraser, do not differ so greatly from each other as to require! 
(dunng foggy and stormy weather, which is .the time when danger from these shoals is most 
to be apprehended), any greater deviation or allowance, supposing that either 'the one or the 
other be adopted as correct. It is urged by the Commissioners that it is necessary, in the 
passage from Port Dyllaew to give a wider berth, to avoid the Kish and the other shoals, 
than IS necessary on the voyage from Holyhead, because an error of a single point in 
the course would bring the vessel much sooner upon the sands. The reason of this I 
do not understand; because in any case due allowance in the course must be made 
to clear these sands, and one would naturally suppose that an able experienced com- 
mander in a well-appointed and powerful steam vessel, such as no doubt are and will 
always be employed, would have no difficulty in such a short run, with the wind in his 
favour, which it generally is for eight months out of the year, from Port Dyllaew, to 
avoid them ; whereas, on the Holyhead passage, from the packet making greater leeway, or 
being driven further to the northward, although she would clear the shoals equally well, 
still, as regards distance, she would have to run nearly the same, with the disadvantage of 
steaming head to wind. The Commissioners state also, that the tides operate more 
unfavourably on the Port Dyllaew than on the Holyhead passage. This, as 1 have already 
explained, by no means appears so evident, for the reasons above stated. Howth, which has 
been frequently reprobated as a station, gave the passage from Holyhead considerable ad- 
vantage, of at least an hour over that of Kingstown, in consequence of Howth being situated 
further to leeward. {See the Evidence of the late Captain Skinner, Lieutenant Browne and 
Mr. Telford.) It is quite clear, therefore, that as regards the passage from England to Ireland, 
Port Dyllaew, although rather longer in distance, would have the advantage over Holyhead 
for at least three-fourths of the year, and as regards the return voyage to England, the 
distance being less, the prevailing winds fair, and the tidal currents neutral, the Holyhead 
passage has the advantage of about twenty minutes. 

The Naval Commissioners lay great stress upon the effect of tides on the distance 
during dark nights and hazy weather. This, no doubt, requires the greatest attention; 
but as under the new arrangement superior packets would be employed, and as the packet 
with the London evening mail would always make the Irish coast during daylight, the 
danger of the shoals would be readily avoided, the more so as the Irish coast being a 
weather shore, with the prevailing winds, the sea is compaititively smooth ; and the night 
passage with the London day-mail, although it would be dark when nearing the Irish 
coast, still, as the w'ater would be smooth, she would not e.xperience much difficulty, either 
in the Holyhead or Port Dyllaew passage, in keeping her course. 

In like manner the packet leaving Kingstown with the afternoon mail, with the wind favour- 
able, would clear the banks of the Irish coast in smooth water, and make the bold Welsh 
coast, whether of Holyhead or Port Dyllaew, without difficulty. Holyhead, it is true, is 
better lighted on account of the vicinity of the south .Stack and Skemes lights, but the bold 
and well-defined coast, the deep and regular soundings, with the addition of another light on 
Port Dyllaew Head, would enable vessels to run for that port with equal confidence ; and 
•the Kingstown packet with the Dublin day-mail would frequently make the Welsh coast 
in daylight, and with the wind fair would experience no difficulty. 

The cases where Holyhead would have the greatest advantage over Port Dyllaew would 
be during a north-west w'ind and ebb-tide upon the passage to Kingstown, but upon the 
return passage, under the same circumstances. Port Dyllaew would have the advantage over 
Holyhead. Upon the whole, therefore, upon a careful review of this part of the subject, it 
may be stated, that upon the passage to Kingstown, with the prevailing winds of Port 
Dyllaew, which is two points more to the windward than Holyhead, it would have the advan- 
tage, and on the return voyage Holyhead would have the advantage; but with easterly winds, 
Holyhead being further to wundward, would have the advantage over Port Dyllaew’ on the 
return voyage, besides the distance, which cannot be taken at less than five miles. 

Upon reading the opinions of the several captains of the Holyhead packets, as commu- 
nicated in their letters attached to Sir James Gordon and Captain Beechey’s Report, it 
appears that three out of tlie five, namely, Messrs. Smart, Grey, and Moon, were never at 
Port Dyllaew, and three out of the eight, in the Appendix to Mr. Walker’s Report, were 
never tSere, namely, Messrs. Philips, Keane and Smithet; and two out of the remaining 
five, who have had experience of both places, viz. Messrs. Robert and Thomas Thomas, are 
very favourable to Port Dyllaew; and Mr. Walker observes, and “ believes, from inquiries 
there made, that the majority of them in the sanm trade would give a similar opinion.’* 

Fifthly, with regard to Seposit in Holyhead Harbour, during these last 20 years, much 
difference of opinion exists. The Naval Commissioners, Sir James Gordon and Cap- 
tain Beechey, deny that any material accumulation has taken place ; whilst, on the other 
hand, the soundings by Captain Beechey, taken lately, show a decrease in the depth to the 
extent of two to ^fee feet. This is difficult to determine exactly, for unless the soundings 
were taken from the same data, it is impossible to form a correct compariso.n. It is probable, 
however, that some accumulation has taken place, as the greater tranquillity occasioned 
S33. A 4 ky 
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by tlie pier would be fwourable towards it; and this to a certain extent is eonarmed by 

%TakfstSlmt ihesand has accnnrulated very considerably in the Sound which sepa- 
rates Hotohead Island from Anglesea; this has probably been occasioned by the great 
eXnSnt over which the new Holyhead road passes, because by intercepting the free 
TOssage of the current through the Sound, the sand, which was previously kept m motion 
SSriedawaybyit, is now deposited by the stagnation produced Wthe entoankment 
whieraho nmy hive influenced the deposit in Holyhead Harbour -^he her this deposit 
w m^nlrease toLch an extent as may in time become a serious obstruction to the proposed new 
Oute Harbour, is a question which requires further consideration The great projection of the 
nMv wSa into Holyhead Bay, as proposed by Mr. Walker, would certainly have a tendency 
toTiiIreasethldepIsit by interfering witli the connter-eurrents which now serve to prevent 
tL accullation 'of alluvial matter afougthe shores, Jhe late M r 

ill order to obviate it, took especial care to keep open the Sound which divides the bait Island, 
ulol which the pier s built, fVom Holyhead Island, by making a bridge across it, so that the 
Imreilt now pafses through it as before; this tends to keep down any injurious deposit m 
harW.' As regal* deposit in PoitDyllaew, there is no correct evidence of any alter- 
ation having taken place, ani there can be no reason why (kerease of depth should occur, 
providShlt the nlw works are designed and carried into effect upon proper principles. 

' WMiregardtothe second, I now come to the important question of the respective harbours 
propo^d by the Naval Commissioners and Mr. Walker, for each port and their cost, 

' The plan of the Naval Commissioners for Holyhead consists of an extension of the 
present pier 800 feet, in three arms or hands, m a N. E. direction, into a depth of 16 to 
24 feet at low water of spring-tides, with a corresponding pier on the opposite^ side, cou- 
sistino- of two arms, leaving an entrance between them of 450 feet wide. This design is upon 
too sSall a scale to answer the purpose of either a packet-station, such as wall be required, 
when all the post-office and commercial packets, and those of a larger class, shall be concen- 
trated here, or of a refuge-harbour. For this latter purpose, the entrance is too narrow and too 
far to leeward to enable vessels when under sail to take it when the winds and sea set into 
the road to such an extent that they cannot he there ; and the estimate, via. 200,000 1., is 
considerably below wliat it would cost. , , n i ^ j. i.- 

With reo-ard to the plan of Mr. Walker, for Holyhead, this consists of a packet-station 
and refuge-harhour combined upon a large scale. The plan is divided into three parts; the 
first is a steam-packet pier for the proposed larger packets ; it consists of an extension ot 
the present, «50 feet on an E. by N. direction, having a jetty about 90 feet long, projecting 
at right angles to the inner face of the pier, and terminating m a depth of 18 feet at low 
water of spring-tides ; this is estimated at the sum of 78,000 1. Tlie second division con- 
sists of a breakwater pier to form a shelter for shipping against northwly winds, carried out 
from the rocks at the north end of Ynys Halen,orSalt Island, m aN. E. direction, 8o0 feet , 
then 1,550 feet on an E. by S. direction, and then returned by a curved arm_ or kant, m a 
southerly direction, 1,000 feet ; thus making a total length of 3,350 feet of pier, having its 
head or outer extremity ternainatiag in a depth of 26 feet at low water, and 250 yards 
N. E. by N. from the Stag Rock. By this pier it is proposed to shelter a space of upwards 
of 70 acres, with an average depth at low water of 18 to 24 feet. The estimate of this work, 
including the removal of the Inner Platters Rock, is 177,000Z. The third division consists 
in the extension of the packet pier in the same direction, namely, E. by N., 760 feet turtner, 
with a jetty projecting at right angles to the inner face of it, about 160 feet. This extension, 
together with the first and the present pier, will form the packet harbour ; and from the 
extremity of the second division it is proposed to make a return arm 900 feet in a K h- by 
direction across the Stag Rock, towards the Outer of Breakwater Pier, as described in 
division second, and leaving 300 to 350 feet wide between them for an entrance. Ihis last 
division is estimated at 145,000 Z. Thus the whole will stand as follows: ^ 



First division, extension of old pier, 650 feet long, including the jetty 
Second division, breakwater pier, 3,350 feet long _ - - - 

Third division, 1,650 feet 



78,000 

177.000 

145.000 



il. 400,000 



Tims there would be a total length of 5,650 feet of pier, at the cost of 
I will now pi’oceed to comment upon the qualities, or rather advantages and disa 
vantages, of this harbour. By the extension of the present pier, although it would give 
greater accommodation for the Post-office steam-packets, still it would by no means e 
sufficient, because if a railway is to be made to Holyhead, and all the other stations are 
to be abandoned, and one grand station alone is to be made here, the great increase o 
traffic produced by the continual arrival and departure of the numerous large steam- 
packets belonging to the Government as well as to private companies, which would neces 
sarily be concentrated here to carry on the great intercourse between Englw 
Ireland, would req^uire far greater space and depth than would be*obtained by Mr. yVa e 
proposed extension of the present pier ; for I entirely concur with Mr. Cubitt, thati ® 
railway were “ brought from the interior to Holyhead, it would in fact become the por o 
greater district than it is now, upon the same principle as a river extended tur er up 
into the country would have more traffic in it than before.” It is obvious, tneie o , 
that the proposed extension would not do. Moreover, by extending the 
further to the N. E., or leeward, sailing vessels in strong IN.W. or W. N. vV. 
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when tliev are unable to lie in the roads, could not enter without the CTeatest difficulty, 
and in the event of missing the entrance would be driven upon the iebio Hocks. 

The late Mr. Rennie was fully aware of this, and m his report to the Local Loin- 
missioners of Holyhead Harbou'r, of the 21 st May 1815, when speaking of the extension of 
the oresent pier beyond his oriainal plan, makes use of these remarkable words : It has 

been suowested that additionaf space could be obtained, m the least expensive and most 
effectuaf manner, by an extension of the pier to the eastward. Now, on examination, this 
will he found not only to he very expensive, but by no means effectual ; lor it unluckily 
happens, that at the distance of 700 feet beyond the projected termination of the present 
pier there lies a large cluster of sunken rocks, called the Pebio Rocks, which extend ne^lv 
200 yards beyond Idw-water mark, and come within 150 yards of the line which an extended 
pier would take. It would therefore he absolutely necessaiy, if space is to be obtained by an 
extension of the pier, that it should be earned at least 260 yards heyond the present 
fiitended tennination ; and this alone would cost nt least 100,000 I., and when done would 
not produce all the space that would be wanted, while it woald extend the length ot the 
lee-stee within the pier, and, after all, the large vessels would still he as near the pier-head 
as they could, and obstract the entrance; so that even were this large sum of money to be 
expenLd, the obstruction would only be partially removed. It therefore seems to me quite 
as advisable to attempt gaining sufficient room m the harbour by any material extension of 
the pier. I am, however, -pT opinion, that if it were extended 40 yards, it would be 
beneLal, because by such extension some additional depth of water would be gamed, 
it would not occasion any obstruction to the entrance oi the rocks of CairegModlen 
This extension of 40 yards was accordingly earned into effect at an expense of 15,490 1., and 
in order to obviate the inconvenience of the shipping crowding the entrimce, he proposed 
to construct a wet dock of 22 acres, on the vacant space in the Inner Harbour, now covered 
bv the tide. This dock Mr. Rennie estimated at 92,074 I. Nolhmg could more completely 
point out the mexpediency and disadvantage of lengthening the present pier, as proposed by 
Walk“! SanV abL opinion of M?. Rennie ; for even at present there is a moormg- 
chahi across the month of the harbour, laid down at the express suggestion of the present 
intelligent and indefatigable harbour-master. Captain Evans Hian whom I® 

acouafnted with the locality and requisites of the port of Holyhead. The object of this 
Sri-chain is to enable vessels to lay hold ot it by dropping their anchors so as o 
prevent them from ooing to leeward and driving upon the rocks, which has frequently 
?rcn??ed to vesseT tvyinl to enter the harbour, ‘^hls is further oon6rmed by the ms ruc- 
tions issued hv Captain Evans for the guidance of vessels entering tte harbour, to keep 
close to the present Vr-head. and run as far as they can without shortening sail until the 
last moment and tins is also confirmed by Lieutenant Slierrmgham m 
tain Beaufort of Stli March 1838. Moreover, by extending the whole pier so ™ “ 

shown on Mr. Walker’s plan, it will be seen that the soundings decrease as otherwise. 
It is quite obvious, therefore, that the proposed extension of the present pier would "eithec 
rave ^pace nor depth sufficient for the great number of large steam-vessels which 
concentrated there, whilst for sailing vessels the harbour vyould, if anything, be dete- 
riorated ■ and Mr. Walker liimself is evidently of the same opinion ; for, in order to provide 
;rr:quislte for steam and “ 

therlv winds, he proposes to construct a great breakwater outei piei 3,3o0 teet Jou , 
iinH Ltli •! view to render the outer harbour still more sheltered, he proposes to extend a 
retm:tir9oTfe:™;om L%acket pier leaving -opening— 

tn fret inclosins: a space of above etoAiy acres. Havmgdone this, Mr. w aiiter ooserves 
hr Rei oS^^ Harbour, thus made, would be less in pomt of aija than 

On Report, p ge )> J onnerior in noint of accommodation for steamers, and would 
poSTh”Vdvanr«^ agabstall winds, which Kingstown does 

lot." If the opiniol of the late Mr. iennie was correct, as 

nrp<;pnt ni-r and in which I entirely concur, it will apply with still gieater toice to ivii. 
^'alker’s miter or refuse harbour ; for the entrance being further to leeward, in deepei water, 
exDOsed to a heavier swell, and much narrower, no vessel, except steainers, ^ ?f 

thp N W which is the time when the harbour would be most wanted, could take it, and, 

5'S 

wou?d be still further increased by the particular form of the 

enter without difficulty ; m fact, she shou pnterthe harbour and any swell which might 
of the pier no swell of any consequence could unduIation%r 

enter would have ample room to expend f when 
agitation Within. In the same maimer, any ^ of making a refuge-harbour, 

pmdent to put to sea. Thus the grand and hav^bee/sollved, had all Mr. 

B ■ 
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easterly storms to expend itself without recoil), has been allowed to be blocked up by a 
solid embankment of the Kingstown Railway, which might just as well have been carried 
upon archways, or have avoided the harbour entirely; a new solid granite pei*pendicular 
wharf wall has been built out in the centre of the harbour opposite to the entrance, considerably 
beyond high-water mark (where, if any thing, the shore already projected too much, and it 
would have been better to have reduced it). Thris, the sea during easterly gales I’olls on 
uninterrupted through the present defective and injudicious entrance, strikes against and 
rebounds from the centre landing wharf and railway embankment, and creates .such a swell 
in the harbour tliat vessels cannot lie in safety ; and as a melancholy illustration of the above, 
no less than eight or ten vessels were driven ashore and wrecked in the harbour during the 
severe easterly gale of the 16tli instant, which could not have occurred if the harbour had 
been finished as designed by the late Mr. Rennie ; and this is the more to be regretted, 
because these evils were anticipated, and pointed out expressly previously to the objectionable 
works being earned into effect. So far, therefore, from the entrance of the proposed harbour 
at Holyhead, as designed by Mr. Walker, being an advantage, it is a gi-eat defect, and if 
proceeded with would render the harbour comparatively useless as an asylum at those times 
when it ought to be most available. 

I now come to the important q^uestion of the estimate of the works proposed by Mr. 
Walker; hut as no details are given, either as to the dimensions of the detailed parts, 
or the prices at which they are calculated, I shall assume them at what the late Mr. 
Rennie considered necessary, confirmed by my subsequent experience. The principal diffi- 
culty, as regards cost, arises from there being no stone in the vicinity of Holyhead adapted 
for building. The rocks for the most part are composed of what is termed the chlorite schist 
formation, which although apparently it looks well, yet, when it comes to be Quarried, cannot 
be obtained in such large masses as would be necessary for forming an outer breakwater, op- 
posed to such a heavy sea as that proposed by Mr. VValker, without great waste and conse- 
quent extra cost, and when deposited loose in the sea, would become so broken by the 
waves in the process of consolidating the mass requisite to form a breakw'ater, that an addi- 
tional quantity would be required, and the surface must be pitched or paved as the work 
proceeds, which would entail a heavy extra expense. The late Mr. Rennie knew this 
well, and accordingly estimated the large rubble 'at 8 s. per cubic yard, which, from his 
great experience in these matters, may be taken at not very far from the truth. It is true that 
a considerable pordon of small rubble would also be required to mix with the large, and 
might be obtained from the vicinity, which may be taken at a much lower price. With 
regard to the ashlar or squared stone for the masonry, there is no stone nearer to Holyhead 
than Redwharf Bay, above 28 miles distant, where excellent compact gray limestone or 
marble may be obtained, of which the inner wall, parapet, lighthouse, pier-head and jetty 
of the present pier have been built ; but as the quarries are situated on the open shore, ex- 
posed to northerly gales, considerable expense is necessarily incurred in obtaining it ;so that, 
except for the purpose of masonry, it could not be employed in the new works, and for this 
Mr. Rennie’s prices are not too much ; neither has there been any improvement in the cost 
or mode of conducting these works since his time ; in fact, his system has been univei’sally 
adopted and employed at the preseuttime. 

Estimating, therefore, upon the above data, I consider that tlie following would be the cost 
of the several divisions or Mr. Walker’s plan : — 

£. 

No. 1. Division ----- 129,155 

No. 2. Ditto ----- 462,610 

No. 3. Ditto - 1. - - - 328,560 



Total Estimate - - - £.920,325 

This estimate is confirmed to a certain degree by Mr. Cubitt, who, without having the 
means of going into detail, stated in his evidence before the Post-office Committee, that he 
considered a proper refuge-harbour at Holyhead could not be made for less than from 700,000 L 
to 800,000/.; and if the works be estimated according to the scale of tlielate Mr. Rennie for 
the last 40 yards, which were added to the original plan of the late Mr. Rennie, it would 
amount to considerably more, besides the wharf wall adjoining the shore to the outer har- 
bour, not estimated by Mr. Walker. This is a very large sum to be expended upon a har- 
bour, the more so as, when completed, it would not answer the object intended. 

PORT DYLLAEW. 

With regard to Mr. W alker’s plan for a harbour at Port Dvllaew, this Mr. Walker esti- 
mates as follows : — 

First, — For a packet-station, by extending a pier from Port Dyllaew Head, 300 yards 
on an E. by S. direction, with a return jetty on Carreg-y-Cheslaw Rock, with 
ample quay-room for the buildings connected with the packets - - - £ • 120,000 

Secondly, — A harbour of refuge, by the continuing of the packet pier - ■ 90,000 

Total - - - ^.210,000 

The above estimate is no doubt founded upon the superior facilities of getting stone, as 
both excellent rubble and ashlar might be obtained in the vicinity. 

This plan, though sufficient in extent, would require alteration in order to harmonize 
with the locality ; and if ever it should be converted into a packet-station, perhaps a small 
establishment for the ordinary trifling repairs of the steam vessels and stores might be 
required, such as are now at Holyhead. The exneuse of such an establishment would 

be 
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be about Ki.OOO and if a dry-dock should be required, an additional amu of 20,000 L ; this 
would have to be added to the estimate ; but it is a question whether it might not be better 
to remove the establishment for repairs to Kingstown, where there is ample mom for it; 
indeed, the Commissioners of Revenue Inquiry strongly deprecated the establishment for 
the repairs of packets at Holyhead, as being unnecessary, for the repairs might be effected 
cheaper at Liverpool or Kingstown, With "regard to the other buildings which would be 
necessary for the accommodation of passengers and local trade, these would soon arise 
when required by circumstances, and would pay for themselves. It would not, therefore, 
be necessary to increase the estimate on that account. The difierence, thereibre, in the 
estimates, would be 679,32.5^., including the establishment for repairs and dry-dock, and 
709,325 Z. without, in favour of Port Dyllaew. 

As regards the question of deposit, I quite agree with Mr. W^alker, that the sands of the 
Menai are too far distant(12 miles) to occasion any apprehension from that quarter ; and as 
regards the deposit to be apprehended from the washing away of the alluvial shores forming 
Port Dyllaew Bay, this would be obviated by the bay being protected^ against the sea by 
the proposed new pier, and the remainder of the shore, as far as Bodifilio’s Head, migh t be 
protected at a trifling expense by the rock excavated to form the railway. This, combined 
with a proper form of pier, so designed as not to impede the action of the counter-currents, 
would eflectually prevent ihe deposit of alluvial matter to any injurious extent. 

Havino- so far discussed the merits of the proposed stations for the packet-station and 
harbour of refuge, the next question is to compare the two lines of Railway ; this is_a ques- 
tion vhicli requires much more time than I have been able to devote to it. The inclinations 
of the line to Port Dyllaew, according to the plans now before the public, are certainly 
superior to those on the Holyhead line, altbongh in an engineering point of view there is 
nothing objectionable in the former, with the exception of the crossing of the Straits o_t 
Menairand here a formidable difficulty presents itself, both as regards time and cost. 1 
quite agree with Mr. Walker, that the present suspension bridge is by no_ means adapted 
{'or a railway ; and supposing it is, the public ought not to be deprived of it for the use ol 
the ordinary traffic between the counties of Angfeseaand Carnarvon. In order to conduct 
the i-ailway traffic in a proper manner, a fixed bridge is absolutely necessary, and ought to 
be adopted. The late Mr. Rennie was always of opinion, that a permanent fixed bridge 
was the only fit means of communication across the Menai ; and in his report of the ot 
February 1802, to the Right honourable Cliarles Abbot, he enters into the whole subject 
with great detail and ability. For the reasons stated in the report, he says that there 
are only two situations properly adapted for the construction of a bridge across the fetraits, 
viz. the Ynvs-y-Mocb, and the Swilly Rocks 800 yards above it ; and in this view the late 
Mr Telford concurred. (See his Report.) Upon the former site Mr. Kenme proposed to con- 
struct a fixed bridge, having one cast-iron arch of 450 feet, opening so as to span the entire 
width of the Straits at low water, and to spring 100 feet above the high-water mark ; and 
{Vom this main arch he proposed to construct smaller arches of stone to the extent ot 15(> 
yards on the Carnarvonshire side, and similar arches on the Anglesea side, to the extent ot 
284 yards, making a total length of 040 yards, exclusive of the wmg-walls. 1 Ins design he 
estimated at 259 , 140 /., and the other design to cross the Swilly Rocks he proposed to con- 
sist of three cast-iron arches, 300 feet span each, and 150 at the crown above an ordi- 
nary spring-tide, and to connect these arches on the Carnarvon side by smaller stone 
arches to the extent of 200 yards, and on the Anglesea side by land arches to the extent ot 
434 yards, besides embankments ; thus making a total length of 1,070 yards ; the expense 
of this desio'ii (which he strongly recommended to be adopted in preference to the other) he 
estimated at 290,417 1. It is much to be regretted thatueither of these designs were adopted, 
which the expense alone, however, prevented; and the nresent chain or suspension bridge by 
Mr. Telford was adopted instead, as it was supposed that it could have neen completed lor 
70 000/ • but if the ultimate cost could have been foreseen, it is more than probable that 
the fixed cast-iron bridge would have been carried into effect. With reference, however, to 
carrying the railway across the Straits, some similar plan of a bridge ought to be adopted, 
and 'taking into consideration the magnitude of the work and the difficulties of the situatuni, 
I do not t^ink that it would be prudent to estimate the cost at a less sum than statea by 
Mr Rennie, viz. 290,417/. The time also for completing such a work, considering its 
extent and difficulty, and the numerous contingencies to which it would necessarily be 
exposed, could not be taken at less than from five to seven years. Indeed the present suspen- 
sion bridge occupied above seven years ; and the late Mr. Telford considered that the site of 
the Swilly Rocks would be attended with greater difficulties. 

Having now discussed, the respective situations of Holyhead and Port Dyllaew, whether 
as regards their fitness for packet-stations and refuge-harbours, and the cost of the necessajy 
works according to the plans of Mr. Walker, to render them complete, I will conclude by 
endeavouring to draw a parallel between them, as far as practicable, in ornei o ena e 
the parties interested to come to a right conclusion as to which, under all the circum- 
stances, possesses the greatest advantages, and as such ought to be adopted for c^iying o 

the most certain, expeditious and economical communication between England and Ireland. 

First, as regards Holyhead. j i A 

1. The land of Holyhead pvojects well out into the Cliamiel, is bold and well defined an 
lighted ; the sOTndings are deep, and the Channel, though not altogether clea 
of rocks and shoals, namely, the Outer and Inner Platters, the Stag aud the 
Fenwick, still they are well known, by long experience, and, close to the shore, can 
be readily avoided ; it is consequently easy of access and departure. 

o It is nciierallv clour of logs, although at times obscured by them, and it » alieaa^ 
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provided with the requisite convenience for the transmission of mails upon a 
moderate scale. 

3. It is moreover the shortest distance from Dublin, being only 54| miles from Kings- 

tovrn Harbour, and has long been tried as a packet harbour. 

4. The prominent position of the headlands in the main track of vessels passing up 

and down Channel to the important towns of Liverpool, Chester, Lancaster and 
other places adjacent, renders it a convenient port for vessels when headed by 
contrary winds, and as a point of departure when the wind is favourable ; but as 
the bottom of the bay is bard and much exposed during N.W. and W. N. W. 
winds, and the shores are surrounded with rocks, it possesses at present few 
advantages for a refuge-harbour upon a large scale. 

The disadvantages of Holyhead as a packet-station are, — 

1. That it lies to leeward of Kingstown Harbour, and as the winds blow from 

westerly and south-westerly points for three-fourths of the year, particularly during 
the long nights and short days of winter, they add materially to the difficulty of 
the passage. 

2. The Kace or current of tide runs so strong off the North and South Stacks at 

spring-tides, that it is extremely dangerous, and therefore generally avoided by 
vessels ; the voyage to Kingstown, therefore, is generally lengthened by it. 

3. The great expense of constructing a proper harbour there. 

Secondly, as regards Port Dyllaew, the advantages are, — 

1. That it is two points further to windward than Holyhead, which, to use the 

expressive words of Captain Beaufort, “ it is a fair wind both ways to and from 
Kingstown.” This is particularly important, because it enables the passage to be 
made in equal, if not less, time than from Holyhead, although the distance is rather 
greater during the stormy winter season, when it is most difficult to maintain the 
communication between the two countries ; and as the passage to Ireland is of the 
most consequence, on account of the Ireland mails being despatched from Dublin 
after the arrival of the London mail, whereas the despatcli of the country mails from 
London does not wait the arrival of the return mail from Ireland ; thus a day 
would be saved. 

2. The clear, well-defined outline of Port Dyllaew Bay, the conspicuous landmarks 

of the Rivals, Caer Bodfearn and Madryn, the deep regular soundings, the 
absence of all rocks or shoals, or races, the excellent bolding ground, the ftmple 
space, al! conspire to render the approach easy and certain, the departure equally 
so, because it is sufficiently prominent to enable vessels to w'ork out when 
prudent to put to sea, and with the addition of another light would render it 
equally safe and certain at night. It is therefore extremely well adapted, either for 
a packet-station or refuge-harbour, or both combined. It is said that the moun- 
tains, the Rivals and Caer Madryn, &c., are more frequently obscured by fogs than 
Holyhead : upon this Mr. Walker observes, “ that fogs are prevalent oft' Holyhead, 
is proved by the expedients adopted j an occasional lower light is exhibited at the 
South Stack, when the upper light is obscured, and in additioir to the light at the 
pier; again, a bell andshther means are used for guiding tlie packets to the entrance 
of Holyhead Harhrapin thick weather. My conclusion, therefore, is,” continues 
Mr. Walker, jij|Ehe top of the Head is as frequently, or even more frequently, 
in fogtlran thel^R' thekivals.” Mr. Walker also agrees that a refuge-harbour 
here would be of considerable service, and save many vessels which now get 
embayed during strong westerly winds, when they cannot weather Holyhead. 

3. The small expense, viz. 210,000/., as stated by Mr. Walker, for 100 acres, which, 

even including 30,000/. for extra works, would make a saving of 679,325/. 

4. Avoiding the necessity of making a new iDridge across the Straits of Menai, at an 

expense of 290,000 besides creating a considerable delay of four or five years 
before the advantages of a perfect railway communication could be obtained. 

5. By the adoption of Port Dyllaew, there would be a probability of an inland as 

well as coast line of railway, which would be the means of giving the public the 
advantage of a double communication, which is of the greatest importance; and 
tile public should not be deprived of such an opportunity without strong reasons, 
since it is only by establishing competing lines that the existing abuses can be 
effectually corrected, and the interests of the public best secured against the evils 
incident to monopoly ; and in this view Mr. Walker concurred — {see page 2 of his 
Report.) 

Upon the whole, therefore, taking into consideration all the advantages and disadvantages 
of both places, and balancing them both carefully together, the question reduces itself to 
this simple form, whether, for the sake of saving five miles in a sea voyage of sixty, which in 
moderate weather would make a saving of about 20 minutes, but during gales of wind from 
the southward and westward, in winter, when it is most difficult to maintain the communi- 
cation, a passage could be made in equal, or indeed in less time from Port Dyllaew, it is worth 
while, which / consider very doubtful, to sink an extra capital of nearly a million by 
adopting Holyhead. 

I have the honour to be, 

My Lords and Gentlemen, 

Your most humble Servant, 

(signed) John Rennie. 
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REPORT of Thomas Page, Esq., Civil Engineer, on the Eligibility of 
Holyhead and Porth-dyn-Llaen, as Harbours of Refuge, and Packet 
Stations for communicating \vith Kingstowh. 
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My Lords and Gentlemen, 2, Whitehall Yard, 80 April 1844- 

In accordance -with your instructions “that I should proceed at my earliest convenience Instructions, 
to examine the localities of Holyhead and Porth-dyn-llaen, and report to you ray opinion 
upon them, as to the comparative eligibility of each as a packet station for large steam 
vessels, serving as a point of departure from the Coast of Wales to Kingstown, with such 
observations upon the winds and tides as might influence the passage, and also as a har- 
bour of refuge for the Channel trade j and lastly, upon the effect of any bridge over the 
Menai on the navigation of the straits, and the expediency of railway transit upon the 
bridge,” I beg leave to state that I proceeded to Holyhead and thence to Porth-dya-Uaen, 
and after an examination of the two places, and reference to the Charts and Admiralty Sur- 
vey of that coast, together with the opinions of several nautical officers on points wherein 
information exclusively belonging to them was desirable, 1 have now the honour of submit- 
ting to you the following observations : — t * r .v 

The importance of the subject, whether with relation to the means for diminishing the importance of the 
great sachfice of life and property which is annually suffered by shipwreck, or to the best J®®*- 
mode of effectiug the most certain and rapid communication between this country and 
Ireland (a communication of increasing interest both political and commercial), and the 
diflerence of opinion which has been expressed by the naval officers and en|;ineer8 previously 
consulted, impressed me with the conviction that all the attention which I might be per- 
mitted to devote to it, would be requisite, in the a.ttempt to treat it as it deserves, and that 
much caution would be called for in discriminating between the statements already put 
forth, and others which might be made to me in the course of my inquiries. This caution 
has not been lost sight of in deducing the conclusions to which I have arrived. 

Although your instructions refer, 1 st, to the port as a packet station ; 2dly, to the harbour 
of refuge ; and, Sdly, to the bridge and navigation of the Menai, I shall consider them 
in the order in which they are best disposable. 



OF THE HARBOUR OF REFUGE. 

A HARBOUR of refuge should, in my opinion, be chosen with regard to the following BequUites for a 

n ' .1 TOluge liarooiir. 

That'it should afford shelter and security for vessels which otherwise must be driven on a 
^VhS,%ith depth of water for large ships, the holding-ground should he sufficiently good 

to bring a ship up, which may enter it in a gale of wind. , . , , 

'fhat the nkure of the shove should be such ns to allow of vessels saving themselves, or 
at least the crews and cargo, by beaching upon it ; and where the fonnation of a breakwater 
may be required, it should he so disposed that no injurious etiects should result m 

decreasing the depth of water, &c. * . • i . , 

That it should possess an easy access for a disabled ship, during the most violent ^les, 
and tliat its position, if determined solely with regard to saving life and property, should be 
such as to afford a refuge on that coast, where, from the direction of the winds and tides, 
wrecks are most prevalent. » , i_ . j - 

If to these requirements it affords room for working out of he harbour during contrary 
winds, it will comprehend almost all the requisites for a perfect harbour ot retuge. 

It is evident that most of these conditions can only be fulfilled m a locality where nature 
has done much, and where art has to do little ; and this conclusion involves another material 
consideration in the inquiry, namely, the expense, which under the conditions proposed would 

'‘'The ftrtaiS'of’lbe two localities ot Holyhead and Porth-dyn-Uaen, willi regaid to their 
natural advantages for a harbour of refuge, are stnkingly different ; hut a description ot 
them will be best given from the “ Sailiug Directions for North Wales, 1st July 1843, pub- 
lished by order of the Lords Commissioners of the Admiralty, inasmuch as they particularize 
those points most essential in the consideration of this part of the mqmry. 

OF HOLYHEAD. 

“The edge of the coast from Ynys Wellt is low aod rocky aa far as Holyhead harhour. 2, 

Off Ynys TOlt there are a number of detached rocks, but as they are close m to the point, 
and scarcely ever cover, they cannot be called dangerous ; and the coast, there oie, may e 
safely approached till near the Outer Platters, which are a patch of foul ground, lying about 
one-third of a mile N-N.W. of Ynys Gybi ; they do not uncover, and at low-water spnn^ tides 
carrying as little as two feet water, they become dangerous to vessels running for Holyhead 
harhour. There is a channel inside the Outer Platters, but as foul ground extends fin 
some distance from both Ynys Gybi and Ynys Wellt, it would be imprudent to use it with- 
out the assistance of a pilot. „ From 
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“ r.om the noith-easl e«d of Ynys Gybi, the foul pound eitencls off shore about tivo 
oables' lenulhs, with only se«n feet at low-water spnngs. The Inner Platters are another 
small Batch of rocks, lying near the pier, and just a wash at low water, but so close in, and 

out ofthe reach of vessels, that they need no espcialdescnption. 

V ,, “ Holvhead harbour is a narrow inlet about halt a mile m length, but it partly dries at 

The umer harbour J « qurfece of mud. upon which such vessels as take retuge can be aground, 

stlowwater. ‘ “Se’gr'onnd outside of Holyhead harbour along the%o„tl.: 

easterb shore, is all foul, and the low water rocks nncOTer to a considerable distance." 

Besides these erfiaels from the description ,n the Admiralty Survey, may be mentioned 
the Stag Book, the Nimrod Rocks, the i>ibeo Rocks, and others re erred to m Captain 
Beeehev’s Survey, as follows, wherein he states, “ I have fonod some other dangerous rocks 
in Lis Ly on the east side, and indeed one near this harbour, between the Slag and the 

’^'"wltL the wSrom°w'S!w., round by the southward to E.N.E. shd^^^ 

Holyhead toad i hot with all other winds it is exposed to a h»vy sea m blowing weather.” 

R mav be said to extend about a imle and a half ofF sliore, and its cliief strength 
Tlace Oftbe tides . “The Race may be saiu to « 

at Holyhead. ond^ outh winds, when blowing hard at the height of the springs, it is d.n- 

Sns for small vessels ; but with the wind from the eastward, smooth water may generally 
le OTeeted. The worst part lies about N. by W. frorn the South Sta* light, and dist.nt 
from ?t exaclly half a mill and will be avoided by not bringing the Sketries light to the 
northward of N.B. E. J E. In bad weather it will be prudent to keep, it possible, outside 

°^TOew“oleeo«it being rook, with rocks pretending under low vrate, the anchoryeavail- 
hatur. of a. coast. j „,,tural formaUon ; and this opinion is borne out 

by fte statement in the Survey, that the anel.otage being good m any part of tlie bay by 
Seping about a mile from the land, is confined to “ moderate winds. Along the whole 
coast tiiere is no place where a vessel can beach in a heavy sea with a chance of salet, ; 
and the consequence of a failure in making the harbout may be gathered from the state- 
ment niven by Mr. Evans, the harbour-master, m which he says, that several vessels going 
Tesselelostin, , , lolyhea^ harbour have been lost on the rocks to leeward, m consequence of not 
having proper sails set and anchors ready to drop.” This desoription of the coasted 
holdmg-ground, confirmed by several statements which have been made to me, and the 
obsei-vltfon from the Report of the Select Committee on Shipwrecks ,n 1836, P«g« 

38 vessels* were on shore in Holyhead bay, 20 of which were toteUy lost, with all their 
crews on hoard, are sufficient to prove that, for the purpose of a harbour of refuge, the 
uatuml advantages of Holyhead, as they relate to its coast and Imlding-graimd, are very 
Preceutien.tHoly- limited. Its bold headland is, however, easily made , it has an efficient estabhriiment lor 
head forpievectiug aagistine vessels in distress, and by whose activity, under the able directions ot Mr. Kvans, 
shipwiecka. harbour-master, a great number of vessels has been saved, which, from the nature ot 

the coast, must have been totally lost. A chain has been moored across the entrance to 
prevent vessels dragging out, and indeed nothing seems to have been omitted to overcome 
those disadvantages which, as a harbour of refuge alone, nature has assigned to it. 



OF PORTH-DYN-LLAEN. 

Description of The bay of Porth-dyn-llaeii seems to have been well known to the Adm^Ity surveyors 

PorthKlyn-llncn gf Lewis Morris, 'I- who speaks of it and of Nefyn as follows : ' These are very 

from lewis Morns excellent harbours for ships that maybe driven by stress ot weather into Jaer- 

narvon bay. The pier at Porth-dyn-llaen, which was begun to be raised 
from King' George the First, but never finished, is now almost in rums, and it not lootea 

after, this excellent harbour will be greatly destroyed. „ , ^ , . a ^r>A 

“There is a small pier at Nefyn, which is found very useful for the herring-bshery ana 
coasting vessels. This pier is falling to decay.” a j ki,.. Ka,, 

Description from In tSe Adniiralty “Sailing Directions for^orth Wales” (1843), 

the Admiralty Sail- of Porth-dyn-llaeii is described as “ clean throughout, with the exception ot the rocK cdiieu 
iiig Directions. Carrecr-y-Cjliwislen, which may be approached within 50 yards on all sides, is caDles m 
IcncrtlTfrom Porth-dvn-llacn Point, leaving a clear sound with five fathoms. Atie oonom 
is s'aiid over clay, an'd the depth decreases giadually to the beach. In its P[®sen s a . 
bay affords no shelter with the wind from W.N.'VV'. to north, J but from all other p 
the compass it may be adopted as a convenient and safe anchorage.” 

In the bay of Porth-dyn-llaen. as also in the adjoining bay of Nevyn, there is an exmn 
of coast of 5,000 yards in length, in which a vessel may beach ; the folding-ground 
over clay, the latter appearing in many parts through the sand, b^etween mg „ ^ 



over clay, tne latter appearing in many parts uuougu -'—•■'-•r j f. r„n, 

water marks. Protected by its own pi-oinontory, and the high lands behind , . . 

prevailing gales, and shut in by the Uivels from the east, it is open to few poii 



• The statement in the Report of the Comniittee is, “ That no lees than 39 vessels were seen on 

in Holyhead Bay at one time, 20 of which were totally lost.” ivnwever the 

Referring to the evidence of Captain Evans, p. 77, it will be seen that this number is, * 

result of several years’ observations. ... . n t Tioniifnrt n K., 

+ For reference to the chart, and observations by lewis Morris, I am indebted to Uapt. i 

Hydrographer to the Adniiralty. 
i Seven points. 
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Tlie Rivel mountains, wliose peculiar summits distinguish them from any others on the 
coast, the cliff called Can-eg Liam, and tlie mountains of Cam Bodfeam and Cam Madryn, 
afford excellent landmarks, the advantages of which may be better described from the 
Admiralty “ Sailing Directions.” 

“ The general character of the coast, up to the point at which it turns towards the bar Character of tht 
of Caernarvon, is high, but gradually lowering to the water’s edge, bmng in fact the foot of coyst hy tie Ad- 
a lofty and steep range of mountains; the most remarkable of which is theRivel, or, as it is miralty surveyors, 
called by the Welch, Yr-Eifi, and one of ' the best landmarks in Caernarvon and Cardigan 
bays. From the northward, in rounding Holyhead, it shows three remarkably sharp peaks : 
the middle and highest of these is 1 ,866 feet above the sea, to which it rapidly slopes down, 
and terminates in a noble and picturesque cliff, forming, with the peaks, so remarkable a 
feature in the coast that it is impossible to mistake it, and therefore serving as an infallible 
mark for knowing the land, and determining a vessel’s position. Between it and Porth- 
dyn-llaen, the stupendous cliff of Caiteg Llani vises almost perpendicularly from the water 
to the height of 400 feet, with clouds of sea-fowl always hovering about it ; and this cliff at 
once leads the eye to Porth-dyn-llaen Bay. 

“ The general set of the tide in the bay is from the eastward along the shore, and through 
the sound for nine out of the twelve hours. lu the former case it is very gentle, even at the 
springs ; but in the sound, it then runs three knots.” 

Comparing, from this accurate description of the two localities and my own observations Comparison of the 
and inquiries, their natural capabilities in the most important features which may fit them two pons, 
for harbours of refuge, viz. the holding ground, which in one is a natural formation, clay 
to the surface, and which has enabled vessels to ride out tremendous ^les, and in the other 
the probable result of drift — tkefacilitif of beaching so extensive at Porth-dyn-llaen, and so 
limited, if any can be assigned to it, at Holyhead — the shelter afforded to vessels by the 
natural protection in each place — and the strength and set of tides which are regular and 
gentle at Porth-dyn-llaen, and amount to a race in the neighbourhood of Holyhead — I am porth-dyn-llnen 
decidedly of opinion, that for a harbour of refuge the bay of Porth-dyn-llaen is preferable preferred to Koiy- 
to the bay of Holyhead. f 

In coming to this conclusion, I have considered all the objections which have been made 
to the bay, and am of opinion that some of the circumstances stated as objections afford argu- 
ments in its favour; such, for instance, as the long ebb tide ofnine hours, causing an indraught 
into Caernarvon bay, which tide being an off-shore tide at Porth-dyn-llaen, is opposed" to 
the prevailing winds, and would assist a vessel coming in at the east entrance. Tlie tide also, 
both ebb and flood, running through the sound would maintain such deptli of water in-shore 
as it might, for other purposes than those of a refuge harbour, be desirable to maintain. 

Another advantage which Porth-dyn-llaen possesses, is the shelter afforded in all gales 
from the eastward on the west side of the point where the Holyhead sailing packets have 
occasionally landed their mails and passengers when they could not get into Holyhead. 

"With regard to the high gi-ound enclosing the bays of Porth-dyn-llaen and Nevin, which Reiuarlcs on the 
consists of sand over clay, but with slight exceptions grassed over, I have satisfied myself 
by careful examination that any slip in this part is attributable to the land springs, and that ^ ' 

there is every facility and abundant space for the construction of buildings and docks which 
may be required, with very little labour or outlay ; the stone being at hand, the space at 
lowwater being 750 feet, and the bottom being clay, will confirm this opinion. 

The stress which has been laid upon the advantages attributed to Holyhead in being well Of the lighthouses 
lighted, I have not overlooked ; but it is evident that of the lighthouses enumerated, all of near Holyhead, 
them, excepting the pier light, would be requisite for the navigation of that pai't of the 
Channel, if there were no harbour at Holyhead, and even were they not requisite, surely in 
the consideration of a subject of such moment, we should not reason on bringing the harbour 
to the lighthouses, but the lighthouses to the harbour. 

A light on the point of Porth-dyn-llaen (which projects 3,500 feet from the shore) would Importance of a 
be of essential service in the navigation along this coast, as it would form the connecting ofporth.d 7 n-lTaeL 
link between the light on Bardsey Island and the South Stack, and, with a subordinate 
light, would give a vessel making Porth-dyn-llaen the advantages now attached to Holy- 
head. 

On the subject of the drift apprehended from the Menai (which has been alluded to in No cause for the 
one of the Reports on this subject, though the Menai is 14 miles distant on the coasp, I avn npurehension of 
of opinion that there is no reason for any such apprehension. Beyond Rivel Head is a low ^ 
shingle beach witli large loose stones ; and other “ shingle beaches, with stones in patches, 
between Trwnytal Pomt and Belan Point,” are mentioned in the Admiralty Survey, which 
do not indicate any drift of sand. Moreover a drift into the bay of Porth-dyn-llaen would 
accumulate on the clay, which, as I have remarked, actually projects through the sand in 
several places between high and low-water marks; and the fact of the African steamer, Claybrouglit up on 
when she anchored in the bay, having brought up clay on the fluke of lier anchor (a parallel the auelmrs. 
case with many others), shows no accumulation of sand below the low-water line. It is, 
however, right to refer to a sounding marked as six fathoms on Lewis Morris’s Chart, 
where, in Commander Sheringham’s Survey, not more than 30 feet are shown. As this is 
m the sound, where the depth of water would be maintained by the tide, the difference JS. 
not easily accounted for. 

On visiting both Holyhead and Porth-dyn-llaen, the result of inquiries were as contra- Conflicting state- 
dictory as those which have appeared in otiier Reports upon the subject; and there was Porth-' 

such an evident partiality in the answers, to one or other of the ports, that I have not con- 
sidered it safe to rely implicitly upon either, but have come to the conclusion with respect 

633. B 4 ^ 
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to a refuse-harbonr from disinterested information, wliioh, it is satisfactory to me, coin- 
cides with theyiews stated in the Admiralty Smvey. 

.“'ngf LSars’; “ Oh^S‘Sdril'ia’’S« IS-bXnf h" 

KriSt^n’lLh'disMot^ “ the nearest poet, sn^posinJ 

the“dvnntagea of both equal ; but for vessels which otherwise must run ashore m daemar- 
ton C from Baidsey Island to Holyhead (and even in Cardigan Bay, provided they can 
ckar Bardsey Island)’ Porth-dyn-llaen would afford at an rnconsiderable outlay a ready 
Clear »arusey /, npcLsitv for such a harbour may be shown by the fact that 
10 vessels wicked on this coast of Wales for one that is wrecked on the opposho 
InSoflreland. f ^-gh sitnated m 

r taTsLrd Bardsey Island to tire South Stack; 

Harbour to “ = . , j q recommended in the “ Sailing Directions for the 

Sr°Co J™d\oan5 vIStoavfng Porth-dyn-Uaen would therefore be in the Channel 

as soon as one leaving Holyhead. a c/i i. i j ,i 

Vessels passing down the Channel from the Clyde and the porta of Cumberland generally 
vessels paasn e Wicklow Head, which is ininrediately opposite Porth-dyn- 

iS^WUbte vessels, therefme, and to others coming froin tire southward, which could 
nrpass HolyW,itwoildbe highly advantageous as a refuge harbour ; whererrs, with 
re ‘a?d to Ho’^yheid, any vessel that could round that promontory wonln hod reinge rn 
bSu Bay, Red Wharf Buy, or in Ramsey Bay in the Isle of Man, according to their des- 
tination. 



Holyhead as it is. 



aatiOa. , 1 a a 1 a •. 

Resnectine Holyhead harbour as it is at present, I may observe, that at low water it 
irfe“\ro,^uTa;atTSfe pier 

.e™ la depth 

Iriet! mSlSrto nVlmT hi.: !Ll feet sis inches 

avevao-e depth of water at low-water springs. 

This circumstance, coupled with the expense annually incurred for dredgmg, shows that 
a deposit is continually tuning place, and that without recourse to means for removing it, 
sufficient depth of water could not be mamtained tor the packets. 

This conclusiou will not be affected in the least by the note appended to the Report of 
Admiral Sir James Gordon and Captain Beechey, m wbicti it is mentioned that some 
tapleraluls iL in 1817, outside thcVc'-J'd»<>. tound b^ the 
the diving-bell in 1031 and which is adduced by those officers as a proof that a hui tout 
it Holyhlad would not be likely to fill up. A sea which breaks 

force over the pier, ma, be supposed to keep the bottom outside the 
deposit; but the observations on deposit apply to the bottom when enclosed as a haibom. 

Th. deposit would As the silting up has gradually. taken f ^tiM^ffolSd 

nccomiiany the ex- (other circumstances affecting it being unchanged), would b y would 

tension of the pier, an extension of the deposit; besides, it is evident that an exteiisioa , I . ^ 

not include sufficient space for the number of steam vessels which might be calculated on, 
Holyhead be selected as the point of communication with Kingstown. 

In the plan proposed by Mr. Walker for a harbour 
1843), mid on wliieli yon request me to state my opinion, it will 
intended to extend the present pier, but to enclose P”* ^ t ; „igth 

the northern point of YnysGybi, leavmg an entrance of 300 to doO leet m widt 
eastern side. ^ ^ , • ,l;„u 

The objections to this plan which I may be allowed to suggest 
enter it must come in in the very teeth of the prevailing gales, an j harbour- 

the present harbour, and f.;pm%vluch cause, as stated ^he » orde« 
master, many vessels have been lost on the rocks , also t a • the opinion of 

insure the entrance of disabled ships, even were it more favoura Y he relied on) being 
nantioal authorities (who in fact are on this point the only I, 

that 700 to 1,000 feet » would not be more than sufficient , entrance 

that by encroaching so much upon the bay, it subjects a ship w y 

to greater danger by driving her so much nearer to a lee-shore. „.mplv 

It will be seen that in some of the requisites cited by “ f ‘ whici: 

good holding-ground, and a shore on which a ship may ' ,i,at “ the bad 

would sink her in deep water), I differ from Mr Walker, who .Bering 

holding-ground outside the harbour will be of very .-e'liders the 

tlie harbour have little or no occasion to anchor outside , „_„i„ altogether to vessels 

rocks round the bay comparatively harmless. These remarks pp y o inside, 



Objections to the 
proposed harbour 
at Holyhead. 



* Captain Bullock’s Evidence \ 
wrecks, 1,0th August 184S, p. 286. 



e the Select Oommlttee of the Hou.e of Ooiniuens oa 



Ship- 
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inside, b«t tliere are numerous cases, as I have before pointed out, where vessels have 
missed the present entrance, which is move than 120 feet wider than that proposed, and in 
a less exposed position, and have been lost in consequence on the rocks. 

Admitting it is of less moment that the holding ground should be good inside a Importance of good 
harbour whose entrance is opposed to the prevailing gales, yet its importance m this position holding ground, 
on a rocky coast may be attested by the six wrecks in Kingstown harbour during the late 
gales. 

The entrance to a refuge harbour should be made, not so much for a ship fully rigged and 
well manned, like a ship of war, but with regard to the condition of a merchant vessel, 
with a thin crew harassed by fatigue, disabled in her rigging, and altogether ill-calculated 
to steer very nicely into a pier barljour.* 

There is, moreover, another consideration, which seems to have escaped altogether the Increase oftheStan- 
notice of those who have examined and reported upon the harbour of Holyhead, namely, ley Sands. 
the TprogTessive advance of the. Stanley Sands, to show which more clearfy, I append to 
this Report a Chart, on which the sands and soundings in the bay, from Mr. Thomas’s 
survey in 1816 , are compared with the same in the survey of Captain Beechey in 1840, and 
by which it will be seen that the sand has advanced cables (more than half a nautical 
mile) in 24 years, in a place where the depth of water at low water varied generally from, 
three to eight feet. 

That it is still nearly a mile from the entrance of the proposed harbour, and that the rate 
of increase, as it enters deeper water, will be comparatively much less, are true ; but as the 
proposed harbour would be free from any run of tide, and this drift is gradually approaching 
It, the effects of accumulation at some future time (probably at no great distance) should Geological iuvesti- 
now be taken into serious consideration, and should, together with the nature of the holdmg gatioa suggested, 
ground, be treated by more geological knowledge than has yet been brought to bear upon 
it. What proportion of these sands is due to the detritus of the River Alaw, and what due to 
the drift from the sea, are questions which ought, certainly, to be determined before any 
plan involving the expenditure which must be required for a harbour in the bay can be 
acted upon. 

This mquiry is of the greatest importance, inasmuch as by comparing the surveys of Mr- Decrease in depth 
Thomas and Captain Beechey, a diminution of a fathom in the depth of soundings is shown 
in 1840 on the site of the proposed harbour. . ^ ^ 

A reference to the expense incurred at Howth harbour (an amount exceeding 400,000 1.) Similar ease at 
which, by the want of attention to the precautions here suggested, was altogether thrown Howth. 
away, will show the importance of this consideration.-f 



SUGGESTIONS FOR PORTH-DYN-LLAEN AND HOLYHEAD. 

The arrangement 1 would suggest for a refuge harbour at Poith-dyn-llaeii, which by the For Porth-dyn- 
form of the bay will allow of a harbour of great or small capacity, is shown on Plan No. 1 ; Uaen. 
it contemplates the extension of a breakwater I'rom Carreg-y-chwi_slan to the eastward, 
which can be terminated at any point consistent with the area of sheltered anchorage (A.)Planl. 
required. With 6,600 feet of breaawater it would protect 400 acres, varyingyn depth from 
12 to 30 feet, or by an extension in another direction of 3,630 feet, the space inclosed would 
amount to 960 acres. 'The Sound is proposed to be kept open, allowing easy access for pian i. 
vessels in that direction, and continuing the outlet for the sweep of the ebp tide round the Beasonsforkeeping 
bay, without interruption. Thus, the existing state of the shore and of tide would not be the Sound open, 
much interfered with, an object of importance with regard to its future maintenance. 

Few localities are so well provided with the materials for the construction of works as ‘Well provided with 
Porth-dyn-llaen. The greenstone of the point, which will afford large blocks (samples of materials, 
which may be seen on wie old quay), the granite of Penrhyn-Bodfilias, and of the Mount 

Gwyliwr all of which I have carefully examined, and which may be obtained at a low cost 

•—leave nothing to be desired for a stone structure ; and, as I have before observed, there is 
every facility wr the construction of packet berths and other works required on the shore. 

At Holyhead, the most judicious course, in my opinion, would be to inclose the bay bov Holyhead, 
between Ynys Gybi and the Clipera rocks by a strong breakwater, leaving two entrances of 
800 feet in width ; the length of the breakwater would be 9,900 feet (4,600 feet longer than 
that proposed by Mr. Walker) ; but the area inclosed, limited by soundings of 12 to 38 feet 
at low water, would be 900 acres, being 820 acres more than the number contained in the 
harbour referred to, namely, 80 acres. 

The value of this proposition, or indeed of any other, would depend on the result of that 

geological investigation of the sands to which I have alluded. 

Another arrangement for a harbour by a breakwater from the rocks eastward ot Ynys site for a barhour 
Wellt Point to the Outer Platters (shown on the Plan No. 2). which, with about the same weatofthe Platters. 

length 



* So much is a pier harbour generally dreaded, that in cases with which I am_ acquainted, a pilot who 
bas been requested by the owner of a ship to run for Bamsgate harbour, has given his \ ® 

would sooner beach the vessel at Saudgate than run the risk of clearing the pier head; yet, to ^8 ba^ 
hour ali ships pay a passing toll, the amount of which increases with the size of the ship, so that the 

ship contributing the greatest amount can never enter the harbour to which she pays. c v ™ 

t The position of Howth harbour with relation to course and distance is preferable to that of King^ 
town for the run to Holyhead, and the change affords tm instance of the 

been a primary consideration in the selection of a port. It is worthy of remark that ^be I^sh Bank 
brought up as an objeetton to the passage between Holyhead and Hmgstown, lu the same maunei that it 
has lieen in the discussion about Porth-dyj.-llaen. 
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len-^th of wall, would inclose nearly double the area of Mr. Walker’s proposed harbour in 
this position ; the holding ground would, 1 fear, be an objection, but the site would be free 
from^dril't. I am informed, however, by an intelligent officer in the packet service, Com- 
mander Davis, that if a harbour is to be formed at Holyhead, it should be still further 
westward, to pi-event the liability of ships being wind-bound, as they now are, in the bay. 

OF THE ESTIMATES.* 

On the subject of the estimates for a harbour at Porth-dyn-llaen, or at Holyhead, it must 
be remarked that in the former case all the material is on the spot, and the latter, a great 
portion must be obtained from the Penmou quarry or other quan;ies m Ans>desea, at a con- 
siderable distance, supposing the limestone to be used, lakni^ the filling as Holyhead 
stone and with prices obtained of contractors for the other, the following are tlie estimates 
for the harbours according to the sections of the breakwatere contained on the Plans 
Nos. 1 and 2 . 

PORTH-DYN-LLAEK. 

Breakwater, as suggested on Plan No. 1., to enclose 960 acres 
Ditto ----- ditto - - 400 acres 

Ditto ----- ditto - - 100 acres 

HOLYHEAD. 

Breakwater, as suggested on Plan No. 2, to enclose 900 acres 
Breakwater and extension of pier, as proposed by Mr. Walk. 

■ to enclose 80 acres ------- 



£. 

1,021,000 

411.000 

200.000 



1,872,000 

915.000 



OF THE PORTS OF HOLYHEAD AND PORTH-DYN-LLAEN AS PACKET 
STATIONS. 

Conditions for a The advantages of either port as a packet station depend upon other considerations tlian 
paciiet station dif- those taken into account for a refuge harbour- 

lereDtfrom'thosf. precision with which a steamer can be managed, compared with a sailing vesseb 

lom renders tlie access to the harbour generally of less importance ; and the rocky sliore of 

Holyhead or beach of Porth-dyn-llaen, will therefore not be considered for or against, on 
this Dart of the subject. There are, however, points of great iihportance on which opinions 
differ and which nothing but trials can fairly set at rest : these are the facility with winch 

each port can be made, and the comparative length of the voyages. . ... 

On tlie fecUitv of On the facility with which each port can be made, opinions are given in the Appendi^x to 
Svii Aepwts. the Report of Admiral Sir James Gordon and Captain Beechey, and also m that of Mr 
Walker ; but of the five officers whose letters are appended to the former Keport, four had 
. not visited Porth-dyn-llaen, and the fifth is uncertain 5 and of those in the Appendix to the 
latter, four had not been there, two do not state if they had or not, and of the remaining 
two, one is in favour of Holyhead and one for Porth-dyn-llaen. 

The conflicting statements found in these letters as to depth of water, _&c., which a 
single o-jance at ttie Admiralty Charts would coiTect, and the similarly conflicting assertions 
which'liave been made to me both at Holyhead and Porth-dyn-ilaen, induce me to rely 
most on the impartial statement of Commander Shevingham, who is intimately acquainted 
with the whole coast, and whose descriptions of the facility of making both are given m the 
Admiralty directions, and by which and even the statements referred to, there appears to be 
no advantage in either case. « • , • r *u» 

Regarding the comparative length of the voyages, which on a supei-ficial view ot the 
length of th^ voy- subject, would be estimated by the distance, a remark in the Report of the Irish Rai wayt 
age. Commissioners, though applied to land communication, is of such moment that 1 sliali here 

quote it. “ In making comparisons of this kind the actual distance is commonly assumed as 
tlie measure of the time, a form of calculation sufficiently accurate for ordinary purposes, 
and where other circumstances concur in favour of a particular conclusion ; but m a nicely 
balanced case, time being the only or principal consideration, it should be well_ understood 
that a mere comparison of distances may often prove a fallacious mode of estiniating the 
time necessary for travelling over a given space. There may exist on the one hand peculiar 
and unavoidable causes of delay, such, for example, as will be presented m the passage ot 
the Menai Strait on the Holyhead line, while inferior gradients, should they prove so, may 
retard the progress equally on the line to Porth-dyn-llaen.” _ . . r 

To this may be added, that In the present case, as the object is not the attainment ot tiie 
* shortest passage under favourable circmnstances, but a series oj passages sAa^ 

Greatest average of include the greatest average of rripidky and regularity, so the effects of wind and tide may 
rajiidity and regu- te more than sufficient to counterbalance the difference of distance, 
larity required. • - 

• Although the estimates are not given in detail in this Report, all the quantities have been careful y 
calculated at fair prices. 

+ See Report of the Irish Railway Commissioners, July 1838, p. 72. 
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To enable me to express an opinion on this part of the subject, on which so little in Proceedings for 
reality is known, I have procured copies of the Register of Winds at Holyhead* during the ascertaining the 
last three years, and have had them arranged with the force due to each, on the points of the J^^^^herr^bTarine 
compass, showing the number of days on which each wind prevailed, and the mean force ; ^he subject. ^ 
the product of which may be used lor expressing the effect of each wind upon the voyage. 

In tne period referred to, it will be seen that the result corroborates the generally received 
opinion that the prevailing winds are considerably more in favour .of the passage between 
Porth-dyn-llaen and Kingstown than between Holyhead and that port; that the beam 
winds'!" are more than SO per cent, in favour of this passage, and those against the ebb-tide 
in a much higher ratio. ' The results being given in the diagram and in the tables accom- 
panying this Report, it is not necessary for me to go into further particulars. 

The 'advantages which Porth-dyn-llaen possesses over Holyhead in position, as regards Prevailing^winds in 
the prevailing winds, has been mentioned by Captain Beaufort, the Ilydrographer to the favour of Portb- 
Admiralty, in'his Report, dated 4th November 1836, in which he states, “ that the courses dyn-Uaen, r^erred 
would be W. N. W. and E. S. E., so that the most prevalent wind (S. W.) would be a side Beaa- 

wind both ways, an advantageous circumstance to steamers, as it enables them to steady 
themselves by canvas.” 

It has also been referred to in the letter of Lieut. Philipps, f who thinks “ that Porth-dyn- 
llaen would be exempt from the strong tides and heavy sea of the race of Holyhead, and 
that fhe difference in crossing the Irish banks would be very trifling.” 

I may here also refer to the opinions of Commander Davis and of Lieutenant Hosken, Opinions on the 
the commander of the Great Western steam ship, to whom, as well as to others, I particu- advantage of a 
larlv referred on this subject to ascertain the value of the 2 j points which is the difference wiiid, ^ _ 
between the courses from Porth-dyn-llaen and Hof^head. The former states, “that a and’SeSHosken 
favourable wind will give two to three knots, according to the roughness or smoothness of 
the sea and the latter, “ that the advantage would he very considerable on the part of 
the vessel havino" the wind on the beam ; that the difference in fast vessels would he two or 
three knots.” These remarks were not made with any reference to the advantage of one 
port over the other. 

"With regard to the tides, Holyhead being the promontory round which the stream of Tides affecting tbe 
flood sets with great rapidity as it fills the Bay of Liverpool, and the gi-eat expanse between voyage from Holy- 
the coast of Ireland and that of Cumberland, a steamer must stem this tide for a consider- head, 
able distance, and again, on the ebb, must be subject to the stream as the waters northward 
empty themselves through the Channel into, Caernarvon Bay. Both these effects must 
retard the passage, and require great allowance for correction of the course, which I am 
informed amounts sometimes to two and even to three points. 

A steamer from Porth-dyn-llaen would have the flood in her favour towards Kingstown, And Porth-dyn- 
and the ebb with her from that port; the ebb would be against her from Porth-dyn-llaen, llaen. 
but the beam winds would be in her favour: thus the position of tlie port, and the effect of 
the winds and' tides, would be towards a regularity of passage, which it would appear is not 
attained by the Holyhead line, the length of some of the passages to Holyhead causing a 
, debyW of two hours in the general transmission of the mails to London. These long passages 
have generally occurred with the wind at E. S. E., and the long passages in the contrary 
direction with the wind at W. N.W. The very circumstance affords sufficient proof that 
the diminution of distance between two points affords very little facility for rapid and regular 
communication, if the effects of wind and tide are adverse ; a remark wliicli will be illus- 
trated by the subjoined table, showing the long passages between Holyhead and Kingstown 
in each direction during 12 months, in 1841 and 1842. 



• To the Table of Winds at Holyhead is added a Table from the register kept at the Poyal Observa- 
tory at Green-wich, witli the mean force. This Table was compiled before the register at Holyhead •was 
obtained. A great difference in the force will be observed. 

• t The fbllo-wing paragraph from the Nautical Magazine, April 1844, bearing on this subject, may be 

interesting; “The cause we should assign for a ‘ beam -wind’ being the best to produce velocity in a 

ship is, t^at the position of the sails with reference to the power of the wind, allows every inch of 
canvas to become exposed to the pressure ; and therefore the propulsion must, abstractedly considered, 
be in excess over that which is given on any other point of sailing ; all the angular sails act, and there 
is leas ‘ bellying’ of the square sails ; and according to the stability or stiffness of the vessel, so will the 
advantage be regulated. It is obvious too that the full pressure of the wind is exerted upon the whole 
of the sails, wbidi is not the case on a wind, for then the direction of a force is oblique, and the lee 
portion of tlie sails becomes almost useless ; and ■witli the wind right aft, though a greater number of 

3 care yards of canvas should be spread, the sails on the masts being in a line ahead, a portion of the 
ective force is lost or but partially supplied.” 

1; Appendix to Mr. "Walker’s Report. 

11 See Report of Irish Railway Commiasioners, July 1836. 
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DATE. 


Name of Facliet. 


1841 : 


Zephyr 


February 2 




Otter 




Sprightly 




Zephyr - 


— 6 


Doterel - 


— 11 


Zephyr - 




Otter 




Doterel - 




Otter 




Zephyr - 


June 23 


Doterel - 


July 10 


Otter 


— 28 


Zephyr - 


Sept. rg 


Sprightly 




Doterel - 




Zephyr - 


— 14 


Doterel - 




Sprightly 


— 19 




Doterel ~ 


Nov. 12 


Sprightly 


— 22 


Doterel - 


— 23 


Zephyr - 


December 4 


Otter 


— 6 


Sprightly 


_ 8 


Doterel - 


10 


Otter 




„ - 




Doterel • 


- .5 


Zephyr - 


1842 : 




January 16 


n 


— 22 


Sprightly 


— 27 


February 10 


Doterel • 


— 12 


Otter 


— 13 


Doterel • 


— 26 




— 27 


Sprightly 





LENGTH OF PASSAGE 


WIND. 




To King 




To Holyhead. 




H. 

6 


M. 

20 


H. 

13 


M. 

45 


E. 


_ 


6 


8 


21 


11 


E. S. E. 


. 


6 


8 


19 


22 


E. by 8. 


. 


6 


30 


14 


55 


E. S. E. 


. 


6 


38 


11 


54 


E, S. E. 




. 


10 


29 


S. W. by S. 




11 


20 


5 


50 


N. N, E. 




13 


25 


6 


n 








6 


0 


S. W. 


. 


11 




6 


4 


W. S. W. to W. 








11 


0 


s. w. 


_ 


10 


45 


6 


5 


VV. N. W. 


. 


18 


45 


6 


15 


W. N, W. 


. 


6 


30 


10 


55 


S.S.E. 


_ 


6 




10 


40 


S. E. 








6 


22 


N. W. N. 








6 


11 


W. S. W. 




18 




6 


12 


N. N. W. to N. W. 








6 


8 


S. E. to N. & N. W. 






40 


7 


27 


W. to W. S.W. 








8 


15 


W. N. W. 




10 


3 


6 


49 


N. W. by W. 




1 1 


7 


6 


13 


W. to N. W. 




18 


22 


6 


»5 


K.W. 




n 




5 


4« 


S. W. to W. 




]0 




5 


37 


N. W. 






20 


6 


24 


N. W. 




12 




6 


39 


W. S. W. to W. 








6 


7 


N. to N. N. W. 




12 


50 


6 


33 


w. s. w. 




11 


48 


6 


19 


N. W. 




10 


35 


6 


24 


s. W. to W. 




11 


0 


6 


23 


N. W. 




10 




6 


30 


S.W. 






38 


6 


6 


w.s.w. 








G 


49 


Var. S. toW.S.W.&W 








6 




W. N. W. 




16 


58 


6 




S. W. to W. S.W. 



Experience, therefore, cannot be cited in favour of the regularity of passages to and from 
Holyhead. 



Distances and Comparative Lengths of Voyages. 

Course of a skearaer Before Stating the comparative distances of the ports, it is requisite to remark, ^ 
from Portb-dyn- steamer startbg from Porth-dyn-llaen would proceed direct to Kingstown, over the Jvisn, 
jf after half-flood, as the HoMiead packets do at this time of tide ; or she would. run tor 
the Swashway, between the K!ish and Bray Bank, having four fathoms water at low wamr ; 
or, she would round the north end of the Kish Bank, according to the state of the weat er 
and the direction of the wind. To make fair allowance in comparison, ^d to include any 
objection raised to the passage, I shall take the distance round the north end ot the ft.ish 
which would make her course two degrees more to the north than if she ran direc o 
Kingstown. 

Course of a steamer A steamer starting from Holyhead would, in fine weather, or with favourable 

from Holyhead. tj^es, round the Platters, and then run direct for Kingstown ; but in blowing 

avoid the race, she would run for the smooth water, between the races, a point which am 
informed, by Commander Davis, is about the middle fifih part between the North btack ana 
the Skerries. As I have taken the course from porth-dyn-llaen, assigned to it in unravour- 
ahle weather, I shall also take the course from Holyhead, under the same conditions, ana 
refer to the several points on the charts, the positions of which are as follow : 
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From tlie Admiralty Charts. 
Konh Latitude. I West Longitude. 



Entrance to Kingftown Harbour ^2 

The Kish Light-ship • - * - * * - • | 5“ t” 53 

The Platters at Holyhead - • ♦ - - • 53 *9 3° 

The centre of the smooth water, to which steamers, m bM 
weather would make, to avoid the race, before shaping their j 

course for Kingstown - 53 ^5 

The Sound at Porth-dyn-llaen j 5® 57 

The respective distances would therefore be — 

From the Platters at Holyhead to Kingstown - - • 5 ^'^- f 

From the Packet Berth to the Platters ... - -78 

Distance from the Packet Berth to the entrance of 

Kingstown Harboiff, in favourable weather - - .54'90 

From the comparative smooth water between the races at 

Holyhead - - - • * * • " “63 3^ 

From the Packet Berth to the smooth water - • 3’75 

Distance from the Packet Berth at Holyhead to Kings- ” 
town, in rough weather 57*^7 

From Porth-dyn-llaen to Kingstown, direct ... - 6 o-ai 

From Porth-dyn-llaen to the Kish Light .... 5J90 
From the Kish Light to Kingstown Harbour - ■ - 



53 24 45 
52 57 



54’iS! nautic n 

•78 



And in rough weather • - 6o‘5— 577 = 2 8 „ 3 S >» 

With these distances, and the prevailing winds, an estimate may be formed of the com- 

Snin aeroBS the Channel, I have refe„ed E, 
to tL Mpertaental thp of the Princess Royal from Liverpool, the narticnlars of which 
were aSd me by MV. Brebnor, of that town, and which I have soUqnenlly met m h 
in the Aopendix to the Report of the Select Committee on Post-ofEce Commumcation with 
Wand (Kne W42). the trip was made on the 20lh June 1842. Froou Pier Head at 
Kinestown to Pier Head at Holyhead, the time occupied was 4 hours and 41_ minutes , and 
between the same points, on the return voyage, 4 hours and 29 mmutes, giving an ave g 
msTai of I hours'^and 38 minutes. The same vessel made the voyage IromWpooI to B 
Eftown in 8 hours and 58 minutes, leaving the Clarence Dock at 2 minutes past 7 a. M. P« 
(iKur 18421 -and arriving at Kingstown at 4 p. M. ; the post-ofhce packet. Urgent, 
Shich started at the same time, being 3 hours and 19 minutes longer m her passage to 

‘‘STaS^pid^’lrSSess Alice. (rnnnin| between Folkestone and Boulogne, s. 
a vessef of o?4 tons burthen, 120 horse-power, and o ftet draught), is 15 statiite miles per ce 
W ttaMh thTwater: and with a steL shiV of similar build, 600 tons burthen, and 240 
horse-power n speed of 1 6 miles per hour may be calculated on in the present state ol steam 

l^nemll^ta calculated on^pr certainty 

of 400 Iroisc-power should he employed, and of greater power than that m time oi war. 

ON THE PASSAGE OF RAILWAY TRAINS ALONG THE MENAI 
BRIDGE, Sec. 

. 1 am enabled to give .hi, ..atemy. on tie au.bori.y ^7 M r. ReH, of tile Urn, of We.s... Mauam.,; 

Sons & Field, the buSders of the engine. 

^ 33 - * ^ 



Experimental trip 
of the PrinceM 
Royal to Kings- 
town. 
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Strnin on the bridge 
is> greiiter than in- 
tended. 



Liabilities to in- 
crease of strain. 



for mommtum produced by undulation, the effects of which upon the bridge by the gale in 
■jaTiuary 1839, are well known. 

This weit-'ht is nearlv 1 ton 16 cwt. per square inch move than was calculated upon in the 
evidence of Mr. Telford and Mr. Rennie, given before a Select Coramiitee of the House of 
Commons ( 29 th April 1819), and as their calculations were with reference to iron unimpaired 
in its elastic force, which, after the severe trials to which the structure has been exposed, 
cannot be said of the chains and rods of the bridge at present, it follows that the limits in- 
tended by its engineer have been (perhaps unavoidably) considerably exceeded. 

Calculations for this structure should have no reference to the ultimate strength of the 
material, but to the limit of that strain- upon it which, repeated year after year, would not 
produce an increasing 'tendency to injure its stability, independent of the effect of the 
elements and of time. , • i t v i, • 

I regard the bridge as having - already upon it a greater strain than 1 should assign to a 
bridge under similar circumstances,— as being very liable to an increase of that strain from 
the weight being unequally distributed on the suspending rods and chains,— and subject to 
a still greater increase from any momentum produced by undulation, the effects of which I 
have referred to, and which .momentum must be increased by railway carriages upon it, at 



Additional strain 
due to Twlway car- 
riages. 



A gale would inter- 
rupt the land com- 
munication. 



such a time. . , , , • ■ i-u l i_ 

A gale similar to that of January 1839 would not probably injure the bridge to the extent 
which it then suffered ; but it is quite certain the etiects of it, even if they did not produce 
fracture, would considerably impair its stability. - 

The -weight of railway carriages would be limited to one side or the other, and therefore 
the strain, -would be brought upon half the chains and suspending rods ; and if a train passes 
without the engine, taking 10 carriages at five tons each, the extra strain upon the chains 
would be 85 tons, which on 130 square inches being equal to 13 cwt. per square inch, would 

make the total strain 5 tons 13 cwt. per square inch. ^ , 

It may be perhaps stated, that during the prevalence of gales of wind the railway 
carriages would not cross (and I admit it will require some management to prevent the. 
rails being disturbed at such times); but the great object of, the Government and the 
country being that of establishing an unintetrupled communica.tion with Ireland (to effect 
which so much discussion has arisen for saving a quarter of an hour by tlie sea voyage), my 
opinion is, that the precision of this communication by land, and the stability of a structure, 
of which this country may be justly proud as a great step in practical science, ought not to 
be risked by a couiae which can be avoided whicliever port is adopted, lliese conclusions,, 
as I have before hinted, have no reference to the ultimate strength of the material, but they 
depend on the efi'ects already produced, and on the results of experiments on the material of 
which the bridge is formed. 



Of the Effect of a-ny Beidge over the Menai on the Navigation. 



The effect of any projected bridge upon the navigation of the Menai Strait would depend 
altogether upon the design and the arrangements connected with it. 

Hemoval of the The impediments to the passage of vessels between Caernarvon bar and Beaumaris are 
Swelly rocks re- such, that in this distance three pilots are required. The entire removal of the Swelly Rocks' 
commended. others which obstruct the passage, would considerably increase the traffic through the 

Strait, would act beneficially on Caernarvon bar, and might compensate for the obstruction' 
which the piers of a bridge of large span would produce. Practically speaking, however, 
it must be observed that the construction of any bridge would be attended with great- 
difficulties and expense — would be subject to great delay; and if time is an object in- 
accomplishing the projected improvement in the communication with Ireland, a new bridge 
over the Menai is not very consistent with that object. 



On the Railways which may connect the selected Port with the Metropolis, and 
Time occupieii iu the Transmission of the Mails. 

The investigations of the Irish Railway Commissioners, of Sir Frederick Smith and Profes- 
sor Barlow, including the Reports of the Engineers of the lines proposed, have furnished- 
sufficient data for a conclusion on the points in this part of the inquiry. 

Results by the Irish The results arrived at by the Railway Ciommissioners, respecting the lines from London to Ho- 
Bnilway Commis- lyhead and to Porth-dyn-llaen, and fi-om thence by steam to Kingstown, are as follow, allowing^ 
rioR- Thirty minutes from the Post-office in London to starting on the railvvay. 

Tliirty minutes from the railway to embark and sail, a rate of 27 miles per hour 
by railway, including stoppages, and 30 miles per hour for the voyage. 



- 


- 


Time by 
Railwsy. 


Length 

Voyage. 


-fime cm Voyaw 
30 ' for embark- 
ing and sailing. 


Tniaud Time. 


Holyhead Line - 
Portb-dyn-llaen - 


Miles. , 
273 1 
260 


II. M. 1 

10 35 
10 8 


Miles. 

63 

70 


II. M. 

6 48 

7 30 


H. U. 

17 53 

»7 .38 



Making a difference of 15 minutes, without allowing for the delay in passii^ the Menai 
Bridge, or for the effect of more favourable winds in the passage between Portb-dyn-llaen and 
Kingstown. • If the 15 minutes (allowed by Sir Frederick Smith and Professor Barlow) for. 
the ^elay at the Menai Bridge be added to' the I7h. 23in, the time occupied in each hue 
from London to Dublin would be the same. ' , ij 

The Commissioners, although they state that “the voyage from Porth-uyn-llaen would 
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be shorter and more favourable in direction,” have not, in their calculation, estimated any 

savins of time in the voyage on that account. , x- r n ' n t. »» 

Mr.. Cubitt, whose calculations are referred to m the same Rxsport as corroborative of the Result by Mr. 
conclusions of the Commissioners, estimated the time for performing the journey between 
London and Dublin by Porth-dyn-llaen and by Holyhead as equal, seating bis ommon that 
“ the former was in the best position of any for a passage between England and Kingstown 

^^The difference in any results depends upon the speed assumed ; but leaving^ pa.ssenger 
trains out of the calculation, I shall take for the mail trains a speed on the existing lines 
which has been attained, and for any extension of those lines, a speed of which the applica- 
tion of the atmospheric principle willjustify the expectation. Having ^tnessed the f per.- 
ments at 'Wonnwood Scrubs, 1 was prepared for a result highly creditable to the talents of ^ P 

Messrs. Clega: and Samuda, and to the energetic exertions of Mr. Pim, but not to the lull / * 
extent which 'has been realized. Should the valvefullyanswer when in constant work, (and 
it will be tried more at. Kingstown, than on a principal line), the advantages or the atmo- 

be ce.eide,ab!ybeyo„d that which can be ao Ih 
attained by the locomotive; the limit of that velocity, and of the weight to be moved, depend- 
ing on the size of the air-pump and the diameter of the tube. ... 

The inclination of the ascending planes is no impediment to its ptogress, causing only a ... 

temporary diminution of speed. To these advantages may be added the saving of the 

weight of the locomotive, and the impossibility of collision. . _ , • v -i 

It oft'ers therefore facilities for ti-aversing, at a high speed, countries over which a railway 

with locomotive power throughout would be impracticable. . j r i 

In calculating the »te at Sbich the mail trains maybe run as pracncabe. under stnet “•> 
regulations, 3& miles per hour may be taken on the Birmingham and Grand Junction lines , 

40 miles per hour on the Great Western ; and 50 miles per hour by the atmospheric, sup- 
posing that principle adopted from Didcot in one case, and fiotn Chester m another: the , 

distances and times may then be reckoned as in the following lable : 

I " I Ifl la 

i2 I ‘^1,5'S5 -s lleS'-S':! S’Js "^“11 ^"llg . 

3 I I ®| |<i I *i| f|. si? llg-i"!.! 

- 1 lltlllljf tffii i !|r IW 

^ ft ilri'iill 111 mi 




• Deduced from pt-rfonnsnee of Creal Vl'ejtern engines.- 
t Deduced ffom perfotmaiire of engines on nanow gauge In 

c 4 
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It will be seen that the advantages of transit, as they relate to time, are in favour of the 
route to Portli-dyn-Uaen, via Didcot, Woreesler, Dolgelly, Tremadoo, &c. 

Keason. for a.- The above calculations are with reference to a high rate of speed consequent upon the 

Sir “h'gh rate importance attached to the rapidity of communication between the two countries, although 
ot .pcid. the present arrangements for the transmission of the mails are not such as to warrant the 

n V. fv. , 1 . 1 conclusion that half an hour is of any consequence. The mails leaving London at the usual 
Sr 3d arle in Dublin at P A.^M Th'ese letters could not be answered in time for 
iivmaStoand useful delivery on the same day, and there would he no object, in a commercial point of 
from Dublin -would attainable by tbe mail returning within three or four hours arler that time, as the 

he sufBcimt for . ’ would not be delivered in London until midnight ; but a mail might leave each place 

commercial pnr- morning and at e'ght in the evening, by which arrangement all commercial 

WtM.vi.w,h.lf purposes would he attainable. On this assnmpHon, halt an hour cannot be of great rmport. 
an hour is not im- ance in the transit. 

... Bnt far tin purposes o/ lie Oovemment tlie case is very different, and to meet exigencies 
Impoitaace of hmc ..il , ;„,L,tance, I have devoted some time and thought, though the subject formed 
i S. oFyS^uctas. A system of signals by ships stationed across the Chaanel if 
SuggctionforGo- practicable, would continue a telegraphic commuuicalion between the two capitals ; hut 
Tcrnment commu- j.- • attainable, the electric telegraph will convey communications by land, and 

^ from the adopted port for the packets, by one of the mail steamers, Government intelligence 
could be conveyed in less than hours. 

r The whole cost of this communication, to the importance of which no numerical value 

eai heliiLTwl'd he under 200 1. per mile, or fo, the whole distance by land between 
London and Dublin, under S4,000 1. 

I>iibHc importance Although not strictly appertaining to my department, it is not irrelevant to remark upon 
attached to the se- the influence of the selectmn of either of the ports and lines of railways upon the districts 
lection of a port intoreated and the -public accommodation. The importance of providing tor competing lines 
uid hue of railway, j thus securing the public beneht, with due regard to the interests of the 

proprietor; of these undertakings, appears to be an object worthy of an en ightened lemsla- 
ture -With this view are made the remarks m the Third Report from the Select Com- 
mittee on Railways, that '■ the power of encouraging, or if need be of oreatmg compehliou, 
even although the remedy thus to be supplied might be partml, and must be costly, is 
nevertheless an engine of great capabilities m the hands of the State and one which might 
be used to praclical advantage in any case m which railways realiamg very 
should manifest a disposition to deal illiberally by the puWic ; and the observations of the 

Premier himself, that "the tree interests of society will best be protected by holding over 

them the checks of compelitiou. and of the improvement that may take place m science, 
are ia the same spirit. i- 

Anepeniugforcom- In the present ease, while the Holyhead line would shut out the practicability of eom- 
p.tSg lint, racom- petition, the adoption of the coast line to Porlh-dyn-llaen by Bangor and Caernarvon would 
mended. aHow of the continuation of the Great Western line from Worcester, through the centre ot 

^OTth Wales to that port, thus opening between the metropolis and this port (if selected 
for Ireland), two railways, the Great Western and the Birmingham, which should embrace 
the greatest number of passengers and amount of traffic attainable, and at the same time 
open out that portion of the country, the resources of which are much greater in comparison 
than the other. 

In concluding this Report I would beg leave to observe, that I have not deemed it within 

mv province to notice in detail the extraordinary, and to me unaccountable statements and 
opmions, respecting the two ports which have come under iny notice m the printed docu- 
ments durini this inquiry, for the same reason also I forbear to append to my Report 
letters which I have teieived from parties upon the subject, and the general tenor of which is 
opposed to the adoption of Holyhead. It is evident that documents of this descnplion may 
be3gregated J ivjmitum without advancing a single step towards a oonclusiou, more 
especially as practical means of solving any Jouht are easily attainable; and “ ‘>>e “‘J 
Eip.riai.nt.1 trip. reSinable doubt which can exist as to tire htnesa of Porth-dyn-llaen for » 
by fiteamerB be- consists in the estimated time for performing the voyage, I would earnestly reco 

that this should be set at rest by running a steamer of approved build and power between 
that place and Kingstown. A few trials of this description would have been mra con- 
vincine to the Public Department interested in the result, than probably all the opinions 
which have been given on that branch of the subject ; and until such trials shall be properly 
made it is evident that the most important practical proof will be wanting m arriving at 
a conclusion. 

Upon other points of the inquiry, although I have endeavoured to treat them “ 

this Report, yet to avoid any misconception I will ask permission to embody my opinion 
few words : 

1 . That Porth-dyn-Ilueu, whether with reference to position, natural capahiliticB, or eco- 
nomy in constructing works, is preferable to Holyhead as a harbour of refuge. ^ 



by steamers 
tweer Portb-dyn- 
llaen and Kings- 
town, recom- 



General deductions. 



* Third Eeport from the Select Committee on Eailways, 1 April 1844. 
t Speech of Sir Eobert Peel, 5 February 1844. 
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2. That the surveys of Holyhead Bay by Mr. Thomas, r.n. in 1816, and Captain 
Beechey, r.n. in 1840, afford evidence of the accumulation of drift on the proposed site 
of the harbour of refuge at Holyhead, and also of drift or detritus from the River Alaw 
on the southern shore ; and that it is essential to determine by geological investigation 
the proportion of the accumulation due to the drift from the sea and to the detritus fmm 
the Alaw, and what effects the causes of this accumulation will have on the depA of water 
in any proposed harbour in Holyhead Bay. 

3. That although there is no appearance of any drift at Porth-dyn-llaen, and the sweep 
of the ebb-tide is favourable for maintaining a regular depth of water, the difference in one 
of the soundings on Lewis Morris’s Charts, and that of Commander Sheriugham, should 
be further investigated. 

4. That although Holyhead is from 3 to 6 J nautic miles (according to the course taken) 
nearer to Kingstown than Porth-dyn-llaen is, yet the more favourable coui-se from the 
latter, with relation to the prevailing winds and to the tides, warrants the conclusion that 
the passage to and from that port and Kingstown harbour would be performed in less time 
on the average than it would be between Kingstown and Holyhead, but that it is essential 
that well-conducted experimental passages between the two ports be made. 

5. That the strain on the Menai Bridge is already greater than was intended by its 
engineer, and greater than it is advisable to assign to the bridge, considering its construction 
and exposed position ; that this strain is liable to be considerably increased by unequal 
bearing, and that the passage of connected railway trains w’onid be injurious to the general 
stability of the bridge. 

6. That by the removal of the Swelly Rocks, advantages considerably more than adequate 
to the expense would be derived to the navigation of the Menai Straits and to the entrance 
over Caernarvon Bar ; and this proceeding might compensate for the obstruction consequent 
on constructiug a new bridge ; but that the difficulty and expense attending the construction 
of such a bridge would be very great, and the time required not consistent with the intended 
object of communication. 

7. That by the known means of railway transit by land, and powerful steamers by sea, 
the communication between London and Dublin can be effected in 12 hours } and by tlie 
same steamera and the means in use for communicatioia by the electric telegraph, intelli~ 
pence between the two capitals can he conveyed within five hours. 

Lastly, That from the importance of the whole subject, whether with relation to a harbour 
of refuge, or to the communication between London and Dublin, the further investigation 
and experimental passages before referred to are required before a harbour and packet 
station, at either port, should be determined on. 

I have the honour to be, my Lords and Gentlemen, 
Your obedient Servant, 

To the Right Honourable the Earl of Powis, (signed) Thomas Page. 

and the other Members of the Committee 
of Noblemen and Gentlemen promoting the 
best line of communication between London 
and Dublin. 

\ 

i 
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TABLB 1.— Of the Direction and Force of the W ind, and Number of Days during which each Wind 
prevailed in the Years 1841, 1842, and 1843, from the Register of Observations kept at Eolyheai, 
showing how they may affect the Passages between Kingstovm andHo/yAead. 



The Number of days is the sum of the three years, and the force of the Wind is the mean 

force, found by dividing the sum of the forces each day by the number of days. 



BEAM WINDS, and Two Points before and Two Points abaft the Beam, taken as favourable Winds 
for a regular Passage both ways. 



Windi. 1 


Dtiys in 
1839 

1840. 


Cays and Mean Force 
in 1841-2-3. 


Winds. 


Days in 
1339 

1840. 


Cays ssd Mean Force 
io 1S41-2-3. 


1 

With the Flood : 1 




With the 3 


Ibb: 




ssw 


39 


64X4'82=3 o 8*48 


NNW 


29 


4lX4'2l = i72*6i 


SbW 


- 


7X3*20= 22*40 


Nb W 


- - 


8x5-47= 43-76 


S 


34 


15X4*99= 74’8 s 


N 


36 


33X3* 9=128*70 


SbE 


- 


7X5'20= 36*40 


NbE 


- - 


15x3*53= 52*80 


SSE 


15 


17x470= 79’90 


; NN E 


24 


58 x 4'02=233 *i 6 






522*03 






631-03 




Wii 


ads av^able for both Passages, but more 


1 

for Kingstown. 


With the Flood i I 




j With the Ebb s 1 




SWbS 


. ! 


30 X 5 *=i 5 O* 


NWbN 1 


43 1 


15x5*84= 87*60 


S W 


122 


159x4*23=672*57 


N W i 




54X5*39=39 ^*o 6 






822*57 






378*66 




1 

Winds available for both Passages, but tnon 


1 

3 for Holyhead. 


With the Flood ; 




1 With the Ebb ; 




SEbS 


. 


1 X 5'00= 5* 


NEb N 


- 


9x3*40“ 30*6® 


S£ 


68 


14x4*20=58*80 


N E 


32 


41x3*16=129*56 






63*80 






i6o*i6 




1 

On the Bow against Kingstown and on the Qu 


1 

larter for Holyhead. 


With the Flood : 




I With the Ebb ; 




SWb W 


• • 


44x5*07=223*08 


N Wb W 


- 


15x4*50 67*50 


wsw 


37 


i65X4’5 =5i7'5 


N W 


43 


54X5*39=291 *o 6 






740-58 






358*56 



On the Bow against Holyhead and on the Quarter for Kingstown. 



With the Flood : I 




1 With the Ebb : 1 




S Eb E 




2X3*00= 6*00 


NEbE 1 


, • 


6x5*55 33*30 


£ S £ 


25 


36x4*73=i22*g8 


ENE 




38X3*75=142'50 






128*98 




j 27 


175*80 



Printed image digitised by the University of Southampton Library Digitisation Unit 



MR. PAGE’S REPORT. 



n 



Table l — continued. 



Winds. 


Days in 
1839 

1840. 


Days and Mean Force 
in 1841-2-3. 


1 i 

Head winds against Kingstov 


rn and aft for Holyhead. 


Wb S 


- 


34X!5‘58 =i 89‘72 


■w 


68 


30 x 4’55=136-50 


W b N 


- 


12X5*53= 66*36 






392*58 



Head Winds against Holyhead and aft for K-ingstown. 




SS™ed TeteCTh. Aoing Iw they m.y affect the Paasages betweea hT.agt- 

tovm and i^orth-dya-llaen. 

hW -The Number of days is the sum of the three years, and the force of the 'VViod is the mean force, 
^ ‘ found by dividing the sum of the forces each day by the number of days. 

BEAM WINDS, and T»o Points before and Two Points ^ 

Winds for a regular Passage each way. 



Days ami Mean Ft 
in 1841-2-3. 



Days and Mean Force 
in 1841-2-3. 



With the Flood : 
S W I 122 



159X4'23=672*57 


With the Ebb : 
N E j 3s 


41 x3-i6=i29*56 


30X5*oo=i50*oo 


N E bN 




9x3*40= 80*6o 


64x4*82 =308-4.8 


NN E 


24 


58 x 4-02=233 *i 6 


7x3*20= 22-40 


Ub E 


- - 


15x3*53= 53*80 


15x5* = 74'85 


N 


36 


33x3*9 =138-7 


1228-30 






574*82 



Winds available for both Passages, but more for Kingstown. 
I I With the Ebb : I 



With the Flood : | 


Sb E 


7X5'30=36‘40 


S SE 


15 i 7X4'70=79'90 




I 116*30 


6.33* 
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LONDON AND DUBLIN COMMUNICATION; 



Table 2-^onfinved. 





D.->ys in 
1830 


Days and Mean Force 


Winds. 


and 


in 1811-2-3, 




i 



1839 

1840. 



1 



Days and Mean Force 
in 1841-2-3. 



Winds available for both Passages, but more for Porth-dyn-llaen. 



With the Plood : 
S W b W 





j With the Ebb: 




44 X 6 ' 07 = 223 ' 0 S 


NbW 


- 


Sx 5 -+ 7 = 43-76 


1.55X4* 5=517‘5 


NN W 


eg 


41 X 4-21 = 172 * 6 i 


1 740-58 






2iG-37 



On the Bow against Kingstown, and on the Quarter for Porth-dyn-llaen. 



With tbe Flood : I 




I With the Ebb: 




WbS 


- 


34 X5'68= 189-73 


N W b N 


• ■ 


15x5-84= 87-60 


W 


68 


30X4*55=1 3650 


N W 


43 


54X5*39=2gi-o6 






326-22 






378‘66 


( 


)n the Bow against Porth-dyn-llaen, and on the Qu 


1 

larter for Kingstown. 


With the Flood : I 




1 With the Ebb ; 




S E h S 1 


■ - 


1x5-0 5-00 


Eb N 


- 


12X3*75= 45*00 


SE 1 


1 68 


14x4-20=58-80 


E 


56 


36 x 4-13=148*68 






63-80 




1 


193-68 



Winds. 


Days iu 
1839 

1840. 


Days and Mean Force 
in 1841-2-8. 




1 1 





Head Winds against Porth-d- 


^n-llaen, and aft for Kingstown. 


EbS 


- - 


30x5705=171*00 


ESE 


25 


26 x 4 - 73 = 122*98 


S Eb E 




2X3'oo= 6-00 






299*98 


Head Winds again; 


1 

>t Kingstown, and aft for Porth-dyn-llaen. 


W b N 


- - 


12 X 5 * 53 “ 65-36 


WN W 


69 


45x4-33=217-35 


N W b W 


- - 


15x4-50= 67-50 






350-21 
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LONDON AND DUBLIN COMMUNICATION. 



ABstaACT — continued. 





West. 


South West. 


North West. 


East. 


South East. 


North East. 


So 


«.h. 


North. 


I 


)ays. ' 


Average . 
itiengih 


Days.' 


Average 


Days. ' 


Average , 
Atrcngili 


Days. 1 


Jcreogih 


Days. , 


Streogih 


Days. [ 


Average 

otrengtli 


D.„, 


Average 

Slreogih 


Days ' 


Average 

slreegih 


1840; 
January - 


3^ 


4.00 


13i 


5-50 


ok 


4.00 


2 


2.00 


Oi 


3.00 


4 


2.25 


6 


4.00 


1 


2.00 


February 


I 


4-50 


9 


3-83 


Oh 


5.00 


61 


4-15 


1 


4.50 


6 h 


4.08 


44 


443 


0 


0,00 


March - 


2 


2.50 1 


3i 


2.71 


Ah 


1 3-44 




340 


0 


0.00 


11 


4-36 


0 


0.00 


74 


540 


April - • 


1 ^ 


a.17 


5 


2.00 


H 


2.40 


4 


.2.00 


1 


2.00 


7 


3-H' 


2 


2.50 


54 


4.18 


May 


li 


2.67 


I3i 


3-44 


2 


4-25 




3-20 


u 


2.00 


34 


3-14' 


2 


3-25 


, 


447 


June 


3 


3-00 




4.07 




4’3i 


oh 


3.00 


a 


3-00 


0 1 


0.00 


3 


2.83 


0 


0.00 


July 




4.1s 


13 


4.U 


6 


3-75 


0 


0,00 


0 


0.00 


1 


s.oo 


04 


4.00 


2 


9-75 


August ' 


7i 


3-93 




3.20 


oh 


2.00 


4 


2.88 


H 


2.33 


3 


2.83 


1 


6.00 


■ 


1.50 


September 


n 


3-05 




3-20 


3^ 


2-67 


0 


0.00 


0} 


3.00 


H 


3.00 


I 


4.00 


24 


S-20 


October - 


5 


1.80 


5 i 


2.36 


n 


; 340 




X.67 




2.33 


74 


2.29 


1 


4.00 


14 


3’00 


November 


3 


3-75 


12I 


r 448 


2 


2.50 


5 h 


2.00 




4.00 


2 


2.75 


2 


3-25 


14 


3.66 


December 




2.00 


63 


: 2.23 


2^ 


i 2.40 


n 


: 3-00 




1-33 


74 


1.46 


H 


1-83 


14 


2.33 




48 


3.12 


I22j 


= 343 


38J 


1 3-34 


zH 


i 2.73 


13 


2-75 


544- 


j 2.85 


244 


3-59 


284 


3-48 



Tbe Generai. Absteact of ihe Number of Days, Direction, and Strengtli of the Winds, taken from the Register of 
the Royal Observatory at Greenwich, for the Years 1837, 1838, 1839, and 1840 ; viz. 





West. 


South West. 


North-West. 


East. 


South East. 


North Ehist. 


South. 


Ni 


>rth. 


Day,. 


.Average! 

Strength 


Days. 


Strength 


Days. 


Average | 
Strength 


Days. 


Average 

Strength 


Days. 


Strength 


D.,., 


Average 

Streiigtli 


Days, 


Average 

Streoglh 


Days. 


Strength 


1837 


24 


3.37 1 


134 


3.81 


36 


3-69 


24 


2.46 


, 194 


2.28 


6S 


3.28 


27 


3-93 


344 


3-4 


1838 - - 


334 


2.67 


1074 


3‘% 


41 i 


3.78 


35 


3-17 


221 


2.78 


63 


.3.11 


34 


3-05 


sR 


3.87 


1839 




9.57 


LIO 


344 


364 


3-36 


234 


2.83 


30 


2.76 


6i 


3-36 


43 


3.98 


37 


3-7« 


1840 


48 


3.12 


1224 


343 


384 


3-34 


361 


2-73 


13 


2-75 


54-4 


2.85 

1 


244 


3-59 


284 


348 




•3°4 


2.93 


474 


3-69 


1524 


3-54 


109 


2-79 


85 


2.64 


2444 


tj 3-15 


1273 


3-39 


138 


3-68 



PLASS- 
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